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A large Reo Passenger Bus equipped with U.S. Bus-Truck Tires¢o 
insure maximum cushioning and traction on severe road conditiohs~ 


U.S. Royal Cord Bus-Truck Tires oo 


—first in meeting the bus operators’ tire needs 


FaO™ the time the first motor passenger bus was designed 
the United States Rubber Company has kept pace with the 
amazing development in bus transportation. 


It was the first in the field with a pneumatic tire definitely and 
specifically built for bus service. 


The first to put the name “bus” on the tire. 


Trade Mark This tire, announced over a year ago, has grown rapidly in 


popularity with owners and operators of passenger fleets. 
Please Note— 


The U.S. Tire Technicai Service It is not an enlarged passenger tire. It is a real heavy duty 
Division has experts in all sec- pneumatic. Its carcass is built of Latex-treated Web-Cord. 
tions of the country making a . Se : 1 
careful day-to-day survey of bus Its tread has full tractive qualities and non-skid properties over 
operationsfromatirestandpoint. a long service life. 
Bus operators are invited to f : F 
utilize the information avail- Sprayed Rubber— pure, uniform, easily vulcanized and of great 
able through this research to strength and elasticity is used throughout in its construction. 
' aid them in selecting their tire 
equipment. U.S. Royal Cord Bus-Truck Tires are built in all bus sizes from 


32x 414 to 40 x 8 inclusive. 


United States Rubber Company 
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The life of Westinghouse Armature 
Coils is long—They have a strong ~ ‘ 
constitution, because of the quality 

of their construction. 


Shellac strips inserted Leads reinforced. 
to hold coils together 


before taping. 

Forming of coil. 

Leads tinned. — 
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at ends. 
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coils together before 
taping. 
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Leads tied to coil, 
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Complete Armature Coil. 
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Railway Association Raised 
to New Plane of Usefulness 


O MORE important step has been taken by the 

American Electric Railway Association than that 
brought to fruition and announced at the Midyear Meet- 
ing in Washington, and for which the industry is pri- 
marily indebted to President Shannahan. 

First, an advisory council has been formed which 
brings to the electric railways and to the association 
the active interest, support and direction of such out- 
standing men as these: 

B. C. Cobb, Owen D. Young, Guy E. Tripp, Samuel 
Insull, Randal Morgan, Lucius S. Storrs, Henry G. 
Bradlee, Nicholas F. Brady, Britton I. Budd, Frank R. 
Coates, Samuel M. Curwen, Frank L. Dame, Henry L. 
Doherty, Charles D. Emmons. Philip H. Gadsden, 
Thomas N. McCarter, Sidney Z. Mitchell, John H. 
Pardee, H. Hobart Porter, Paul Shoup, R. P. Stevens, 
Arthur W. Thompson and John N. Shannahan, 
president of the American Electric Railway Association, 
ex officio. 

Second, the association activities are broadened by 
appointment of a managing director in the person of 
Lucius 8. Storrs, president of the Connecticut Com- 
pany, a past-president of the association and one of the 

_ foremost men of the industry. 

The association in years past has done splendid work 
and has ‘been a very constructive and helpful agency. 
But it has been apparent to many that its maximum 
possibilities were not being realized, and could not be, 
under the leadership of a president elected annually. 
The president has always been a railway executive 
whose primary duties lay with his property, the associa- 
tion necessarily being to him a secondary responsibility. 
“However capable and far-seeing he was, he could not 
give the time to do the many bigger things for which 
there have been and will continue to be repeated oppor- 
tunities. In other words, the industry has had no one 
who could represent it adequately before various public 
bodies, or who could take part in those local situations 
which, in their reaction and reflection throughout the 
entire industry, have so vital and important a national 
aspect. 

Under the plan now adopted the industry will have one 

' of its most successful executives, backed by the advisory 
council, as its permanent representative, and making 
it his sole duty to look after the interests of the electric 
railway business. This will naturally tend somewhat 
to relieve the president of duties which have come to 
demand more time and energy than could be devoted 
to them by an active railway executive. It should be 
remembered that the president of the association is 
_ selected from the country at large and not because his 
own headquarters are near those of the association. The 
association has been extremely fortunate in having 
presidents who have spent considerable time at head- 
quarters, often at great personal sacrifice, but this 
condition cannot always prevail. 


New York, Saturday, February 21, 1925 


Number 8 


This, indeed, is the most important step the associa- 
tion has yet taken and no words of praise will be too 
glowing for the accomplishment of Mr. Shannahan. 


Expense of New Association Plan 
of Small Importance 


HERE are those who will see first the expense of 

this new plan of the association rather than the 
possible results. It will add expense, to be sure—but 
when this is spread over the industry, the amount 
needed from each company will be so small as to be 
negligible. ; 

At the present time, it was felt that this expense 
could not be borne by the association out of its revenue 
from dues, inasmuch as the cost of the work heretofore 
done by the Committee of One Hundred has but recently 
been taken over by the association. This will consume 
most of the surplus the association has heretofore en- 
joyed. Rather than raise the dues, the advisory council 
members agreed to underwrite the cost of the expanded 
activities of the association which this move contem- 
plates. Nevertheless, it is anticipated that the value 
of the work to be done will be so far-reaching that it 
will be enjoyed by the small companies as well as the 
large. Accordingly, the support of all companies, both 
railways and manufacturers, should be accorded if the 
plan is to come to full fruition, and they should be glad 
to relieve the underwriters of the burden they have 
assumed. 

The JOURNAL is heartily in accord with the whole 
plan. It should be given full support and co-operation 
by the railways and the manufacturers of the industry 
generally. 


Selecting the Right Man 
for Managing Director 


FTER the advisory council had agreed on the new 

plan of organization, attention turned to the work 
of obtaining for the position of managing director a 
man of outstanding ability. A new position of this 
character can only be as great as the man selected to 
fill it, for what it becomes depends almost entirely on 
what he makes of the opportunity. It was, therefore, 
no small task to select a man who would combine those 
attributes essential to obtain results—a man of vision, 
breadth of purpose, and depth of character, and one 
who had the confidence of the industry, of the financier 
and of the public. 

To make the selection a yardstick was set up, and 
each man thought suitable was compared with it. 
Before the council was able to find a man who possessed 
the particular experience and ability considered essen- 
tial, the thought came to those making the selection 
that there could be but one answer—why go afield if 
the one man, the yardstick, could be persuaded to take 
the position? So Mr. Storrs was approached, even 
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though it was felt that he would not consider severing 
his connections with the Connecticut Company, which he 
had served so ably. It was only because of the oppor- 
tunity for greater service to the industry that he was 
willing to accept the newly created position. 

In Mr. Storrs are combined those qualities that are 
needed for leadership. He has successfully piloted one 
of the largest railways in this country through the most 
difficult period in the history of the industry. In turn, 
he has displayed the patience and tact necessary to 
solve harassing problems by negotiations and the 
indomitable fighting spirit needed to insure victory 
when the situation has passed beyond the point of 
mediation. No better indication of his executive ability 
can be found than the high esteem in which he is held 
by his fellow workers in the industry and by the 
general public in the territory where his company is 
located. 


Partial Relief of Traffic Congestion 
Can Be Had at Once 


BOLITION of left-hand turns wherever possible 
was favored by the committee on relief of traffic 
congestion of the Transportation & Traffic Association 
at the Midyear Meeting in Washington. In the past 
it has been claimed by those wishing to permit left- 
hand turns that congestion is inereased by forcing 
vehicles to go around three sides of a square to accom- 
plish a change of direction. After careful consideration 
of the problem and investigation of conditions in a 
number cf cities, however, the committee is strongly 
of the opinion that the elimination of left-hand turns 
at street intersections and in the middle of the block 
will relieve traffic congestion. This is a measure which 
can be put in effect now where congestion is serious. 

A criticism which can justly be made of most schemes 
to relieve traffic congestion is that they are too am- 
bitious for practical purposes. More and wider streets 
are frequently urged as a remedy. Whether this would 
really improve matters or only encourage more vehicles 
to use the streets is problematical. Aside from that, 
the great defect of such a plan is that it would take 
years to carry it out. Immediate relief is needed. 
Rather than devoting their attention to plans to relieve 
congestion 5 years, 10 years or 50 years in the future, 
municipal authorities should consider what can be done 
now. After partial relief has been secured the future 
needs can be studied. 

In addition to the elimination of left-hand turns 
several other partial remedies could be put into effect 
at once at small cost. By limiting parking to the left- 
hand side of narrow, one-way streets and forbidding 
vehicles to park two abreast on any street a consider- 
able gain in useful street capacity would be had. Load- 
ing and unloading of delivery trucks could be regulated 
to leave the street free for moving vehicles. Some in- 
convenience would undoubtedly result from the enforce- 
ment of such rules. On the whole, however, it would 
probably be less than the inconvenience incident to the 
ever-recurring delays under the “do as you please” plan 
so generally in effect now. Certainly no intolerable 
hardship would be inflicted on any one. 

Regulations of this kind are not a complete and per- 
manent solution of the problem. Elimination of all 
parking in the congested area would be far prefer- 
able to partial elimination. Such simple remedies as 


that recommended by the committee on relief of traffic 
congestion, however, can be put into effect without 
arousing antagonism. After this has been accomplished 
it may be possible to follow up with other more far- 
reaching measures. It is better to take a step in the 
right direction now than to hesitate simply because the 
ultimate goal seems a long way off. 


Census Report, Just Out, 
Contains Much Interesting Information 


LTHOUGH very late in appearance, the census 
report of electric railways for 1922, just published, 
will prove of great value to electric railway companies. 
One reason for this is that no other agency than the 
Census Bureau compiles such extensive data in regard 
to the industry. Another reason is that the census 
figures for 1922 are directly comparable with those for 
the preceding electric railway census years of 1917, 
1912, 1907, 1902 and 1890. A digest of the report, 
including reproductions of eleven tables of special 
interest in the 1922 census, is contained in this issue. 
In general, the figures confirm those on the status 
of the industry, as shown in earlier unofficial figures 
compiled by independent observers, including this paper. 
There has been no increase in electric railway trackage 
in the 5-year period. In fact, there has been a slight 
decrease, since most of the recent extensions by railway 
companies have been made by buses. There is also a 
reduction in the number of passenger cars. This may 
be explained by the destruction by many companies of a 
considerable number of obsolete cars within the last few 
years. A lower value of road and equipment is shown 
in the balance sheet for 1922 as compared with 1917. 
This is perhaps explainable through the reorganization 
of several large companies and the fact that better 
times have enabled the companies to put their balance 
sheets in better condition. Clearer evidences of a more 
prosperous condition are an increase in number of rev- 
enue passengers of 12.2 per cent, of railway operating 
revenue of 42.3 per cent, of net revenue from railway 
operation of 7.9 per cent, of net corporate operating 
revenue of 12.3 per cent, of operating income of 6 per 
cent and, finally, of net income of 1.8 per cent. 

A study of the operating expenses in 1917 and 1922 
shows that the expenses in all of the primary accounts 
have increased greatly, the range being from 18.7 per 
cent for the small item of “traffic” to 83.9 per Gent for 
“maintenance of way and structures.” The average 
increase in expenses during the 5-year period was 60.8 
per cent. The primary expense account showing the 
largest increase in dollars was, of course, “conducting 
transportation,” owing to increases in wages paid. But 
it is an evidence of the economical measures introduced 
by railway companies to note that during each half 
decade since 1902 there has/been a constant increase in 
number of revenue passengers carried per car operator 
(car operator in this case being understood as including 
conductors, motorman and one-man car operators, but 
not elevated railway and subway guards). In the last 
half decade this number increased from 83,010 passen- 
gers in 1917 to 97,267 passengers in 1922. Expenses 
beyond the power of the railway to control have also 
gained in magnitude, the taxes having gone up 35.6 
per cent during the last 5 years considered in the 
report. 
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Managing Director Appointed 
for American Association 


Advisory Council Recently Formed by Executive Committee Creates 
New Office — Lucius S. Storrs, Selected to Fill This Important New 
Position, Is Widely Known in the Industry—A ppointment Effective April 2 


OR some time past it has been 
fe: that the American Electric 

Railway Association has not 
been tied in closely enough with the 
owners of the electric railway prop- 
erties. It has been the operating 
men, the managers, engineers, super- 
intendents, accountants and claim 
agents who have carried on the 
greater part of the association activ- 
ities, both at conventions, in commit- 
tee work, and even in the councils 
of the association. There have been 
questions of policy under discussion 
that are vital and of far-reaching 
importance. At times these have 
been of such a character that they 
could not be handled adequately by 
operating men. Yet the organiza- 
tion has not provided the oppor- 
tunity for financial men and owners 
to take their place in the councils of 
the association. 

This situation has been fully real- 
ized by President Shannahan and the 
executive committee. Complete recov- 
ery and modernization have been con- 
sidered essential if the industry is to 
take the place it should hold among 
the industries of the country. This, 
it was felt, depended on the whole- 
hearted backing of the owners. Ac- 
cordingly, the executive committee of 
the association, at a meeting held on 
Noy. 20, 1924, passed a resolution 
authorizing and directing the organ- 
ization of a new committee to be com- 
posed primarily of owners of the 
electric railway properties. This new 
body, termed the Advisory Council of 
the American Electric Railway Asso- 
ciation, was at once appointed by 
President Shannahan. It consists of 
23 members with B. C. Cobb, a man 
prominent in utility financing, as 
chairman. The full personnel of the 
committee is given on page 287 of 
this issue. 

The council held its first meeting 
in New York on the evening of Feb. 
3, with a large attendance. It was 
apparent at once that there was an 
opportunity to do a fine piece of con- 
structive work. But in discussing 


PRESIDENT J. N. SHANNAHAN 


ways and means of procedure it soon 
became evident that there must be 
some one who could be charged with 
the duty of working out whatever 
policies were decided on. Such a 
man would of necessity have to 
speak, not alone for the advisory 
council nor for the association, but 
he actually would have to represent 
the industry itself. 

A position such as this demands a 
man of the highest type—one with 
courage, vision, tact and industry. 
Representing both the owners and 
the operators, intimate knowledge of 


LUCIUS S. STORRS 


details of management, of financing, 
of public relations, are all essential. 
The man selected for the place, 
Lucius S. Storrs, president of the 
Connecticut Company, is felt by all 
to be the man for the place. His 
choice will make available to electric 
railway managements and the public 
the services and advice of a trans- 
portation executive with wide exper- 
ience. The company with which he 
is associated is one of the largest 
electric railway properties in the 
world. Its electric cars and buses 
operate practically in all parts of the 
State of Connecticut. That the 
people of that State have faith in 
Mr. Storrs is evidenced by their 
attitude. In return for square deal- 
ing, clean cars and good service, they 
have given his company better fares, 
protection against jitney competi- 
tion and relief from paving charges. 
During the last 6 years Mr. Storrs 
has devoted much time and energy 
to furthering the recommendations 
of the Federal Electric Railways 
Commission, which, under appoint- 
ment of President Wilson, inves- 
tigated all angles of the traction 
situation. Outstanding among’ its 
recommendations were frank dealing 
with the public, improved service 
and fair returns to the companies. 
According to a statement made by 
leaders of the industry, the foremost 
problems now confronting it are 
modernization of equipment, new 
financing, and co-ordination of bus 
and electric railway service. It is 
maintained that best service and 
most reasonable fares will be provided 
to communities through the con- 
solidation of all local transportation 
under suitable public regulation. 
Mr. Storrs will retire from his 
position as president of the Connec- 
ticut Company, but will remain as a 
director. He will-assume his duties 
on April 2, with offices in the Johns- 
Manville Building, Madison Avenue 
and 41st Street, New York City, on 
the floor adjacent to the new offices 
of the American Electric Railway 
Association. 
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Transportation Topics Considered at 
Midyear Meeting 


Fares, Merchandising Methods, Improving the Quality of Service and 
the Place of the Bus Were Among the Subjects Discussed by Promi- 
nent Speakers at Washington—Attendance Was Unusually Large 


NE OF the liveliest Midyear 
O Meetings ever held by the Amer- 
ican: Electric Railway Associa- 
tion took place at Washington, D. C., on 
Feb. 16 and 17. Transportation topics 
were discussed by men representing the 
operating companies, the manufactur- 
ers, the public and the regulatory bodies. 
The bus played a prominent part in the 
discussions. Meetings of committees 
of the association took up the first day, 
while the second day was given over 
to addresses by prominent speakers. 
The morning session Tuesday was 
called to order by President Shannahan, 
who introduced Col. J. Franklin Bell, 
chairman Board of Commissioners of 
the District of Columbia. Colonel Bell 
welcomed the association to the “town 
meeting,” stating that Washington is 
the nation’s town, and so every one has 
a right to be there and enjoy its 
facilities. 


Senator William B. McKinley, Cham- 
paign, Ill., greeted the association as a 
former electric railway man. Next to 
fire, he said, our greatest discovery is 
that of electricity. In a few words he 
sketched the growth of the electrical 
industry from its beginning up to the 
present time. 

The association was welcomed also 
by Elliot H. Goodwin, vice-president of 
the United States Chamber of Com- 
merce. He said that the Chamber of 
Commerce is representative of all the 
business interests of our country, 
among which is the American Electric 
Railway Association. He explained 
briefly that the new Chamber of Com- 
merce Building in Washington is 
available as a contribution to the work 
of the various civic organizations rep- 
resented in the national body. 

In his presidential address Mr. Shan- 
nahan reviewed the status of the elec- 


tric railway industry for the year 1924. 
He showed that the electric railways 
have improved their condition both in 
a material and in a financial way. He 
guoted figures to show that the indus- 
try had held its own during the year 
and that the outlook for the present 
year is even better. These figures 
were embodied in a statement given 
out to the daily newspapers some time 
ago by him and referred to at the time 
in ELECTRIC RAILWAY JOURNAL. 

The formal address of the meeting 
was delivered by Interstate Commerce 
Commissioner John J. Esch. He 
sketched the regulation of interstate 
commerce as defined in the Constitu- 
tion of the United States. The de- 
velopment of the various interstate 
industries of the country was shown, 
covering the entire history of the 
nation. The portion of Mr. Esch’s 
speech dealing specifically with electric 
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director Mr. Storrs. 
As I have been thinking about 


perhaps you, haven’t an art; 
you have a trade, but perhaps 
you haven’t a science, and I 
take it, it will be the business of 
your managing director to de- 
velop the science of transporta- 
tion in your field. That is to 
say, to collect that body of 
things known in order that you 
all may benefit. 
kind of thing which is always 
done when need arises. We 
suffered from typhoid fever, 
from diphtheria, from malaria, 
and finally the time came when 
we suffered no more from those 
diseases. Great heroism and 
suffering had been shown to 
avoid those ‘plagues. People 
had prayed and suffered, but 
the plagues existed. Nothing 
really happened worth while 


SHOULD like to join Gen- 
eral Tripp in congratulating 
the president of the associa- 

tion and the association itself 

in gaining as your managing 


it, you have an industry, but 


And it is the 


Owen D. Young’s Tribute to Mr. Storrs 


OweN D. Younc 


until a man whose business it 
was to find out about that par- 
ticular difficulty sat down in his 
laboratory and his study. and 
devoted his time and attention 
solely to that particular job, 
and when he did, the germ was 
isolated, the specific ways found, 
and the disease disappeared. 
Now, to the extent to which 
you have diseases in this busi- 
ness, you are adopting that same 


‘igo = a 


policy, and that policy will 
succeed. It depends only upon 
the capacity of your reserve 
worker and, fortunately, of that 
we have no doubt, and second, 
it depends upon the confidence 
and belief of the administrators 
of the properties in the man 
and the specific help which he 
proposes, and of that you are 
assured. 

Typhoid would not have been 
eliminated if the physicians of 
the world had not confidence: 
enough in it to inoculate. So: 
Mr. Storrs can render you no 
service unless you at least try 
to follow the formula which he 
proposes. If you will do that, 
and give him your support, then 
I am sure that your difficulties 
will be solved—not tomorrow; 
you must be patient about it, but 
ultimately they will be solved. 

And so I congratulate you on 
this step forward. And difficult 
as the job is, I congratulate Mr. 
Storrs upon the opportunity i 
which its very difficulties 


present. 1) 


omens 
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railways is abstracted elsewhere in this 
issue. 

A spirited talk in characteristic 
style was given by Peter Witt, traffic 
consultant and formerly street railway 
commissioner of Cleveland. Mr. Witt 
recited many of his experiences in the 
street railway business, some of which 
indicated opportunities for great im- 
provement. Mr. Witt’s address is 
abstracted elsewhere in this issue. 

Following Mr. Witt’s address the 
meeting adjourned to the south lawn 
of the White House, where a picture 
was taken with President Coolidge. 


Afternoon Session 


At the afternoon session, J. G. Barry, 
vice-president General Electric Com- 
pany, read a paper outlining the views 
of the manufacturer relative to the 
electric railway industry, with particu- 
lar reference to the view of the electri- 
cal manufacturer. This is abstracted 
elsewhere. 

A rising vote of thanks was extended 
to Mr. Witt and Mr. Barry for their 
contribution to the program on motion 
of C. E. Morgan, vice-president and 
general manager Brooklyn City Rail- 
road- Commenting on Mr. Witt’s talk, 
M. B. Lambert, manager railway de- 
partment Westinghouse Electric & 
Manufacturing Company, said that in 
paying deserved tribute to Mr. Birney 
for his work in developing the safety 
car Mr. Witt had failed to give credit 
to himself for the car which has been 
called by his name. Mr. Lambert also 
said that credit was also due to P. N. 
Jones, late general manager Pittsburgh 
Railways, for the development of the 
low-floor car. Development of a small 
number of standard trolley car designs 
with standardized equipment was advo- 
cated as a means of improving condi- 
tions in the railway industry. 

Referring to the talk of Mr. Witt, 
Mr. Morgan called attention to the im- 
portancé of having electric railway 
executives ride in their own cars. From 
his own experience, he said, great benefit 
is derived by the railway manager from 
this first-hand contact with employees 
and customers. An opportunity is 
available for individual contact with 
the men in charge of the car and valu- 
able suggestions may frequently be ob- 
tained by contact with the passengers. 

Miss Helen Sterner of Lorain, Ohio, 
discussed the subject of electric railway 
service from the standpoint of the fem- 
inine passenger and entered a plea for 
consideration of the woman’s viewpoint 
in judging the character of service be- 
ing rendered to the public. 

Continuing with this topic of improv- 
ing service, C. D. Emmons, president 
United Railways & Electric Company, 
Baltimore, Md., discussed briefly the 
work of the service department in his 
‘company. Its primary object, he said, 
was to get the viewpoint of the car 
rider. After getting this viewpoint, 
and in adopting steps to improve serv- 
ice, promptness in applying a remedy is 
considered one of the most important 
factors. “Do it now” is the motto of 
this department. Mr. Emmons added 
that so far as service department work 
is concerned this motto is based on the 
thought that things promptly done are 
twice done. On the subject of stand- 
ardization, he said that improvements 
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in the apparatus used on cars were one 
factor responsible for the large number 
of types developed, and that lack of 
standardization is largely attributable 
to this cause. 

Speaking from the car rider’s view- 
point, Walter Drey, vice-president and 
general manager Forbes Magazine, 
said that many small incidents and 
conditions may affect the car rider’s 
impression of electric railway service. 
He mentioned the matter of illumina- 
tion in cars as a subject that was 
worthy of serious study. Contact be- 
tween trainmen and the public is par- 
ticularly difficult, according to Mr. 
Drey, because it is a group contact 
rather than that of individuals.  Situ- 
ations which might readily be handled 
between individuals become productive 
of irritation and bad feeling when the 
contact is with larger groups. He ad- 
vocated study of crowd psychology as a 
means of determining methods of im- 
proving public relations of the industry. 

W. H. Sawyer, president East St. 
Louis & Suburban Railway, called at- 
tention to the attendance at the meeting 
and compared this with the conditions 
regarding previous electric railway con- 
ventions attended by Mr. Witt. Mr. 
Sawyer called this another day, and he 
referred to the audience as a 1925 
group of electric railway operators. 
He also recorded the fact that it was a 
representative of the public, in the per- 
son of Mr. Witt, who during the morn- 
ing session had advocated zone fares 
and who had criticised public service 
commission regulation of electric rail- 
ways. 

President Shannahan prefaced his 
introduction of the newly elected man- 
aging director of the American Electric 
Railway Association by saying that the 
need for this step had been developed 
from a realization of the lack of a 
direct tie between the owners of electric 
railway properties and the activities of 
the association, which are carried on 
primarily by the managements of these 
properties rather than by their owners. 
In handling situations of national im- 
portance, he said, there is a limit be- 


yond which the operator or manager 
cannot go. In the administration of 
the National Electric Light Association 
he pointed out that a policy committee 
had been formed to overcome just this 
situation. The advisory council of the 
American Gas Association performs the 
same function. The American Electric 
Railway Association executive commit- 
tee had therefore decided to take a leaf 
from the experience of these other 
associations and had formed an advisory 
council which consists of the following 
members: B.C. Cobb, Owen D. Young, 
Guy E. Tripp, Samuel Insull, Randall 
Morgan, L. S. Storrs, H. G. Bradlee, 
Nicholas F. Brady, Britton I. Budd, 
F. R. Coates, Samuel M. Curwen, Frank 
L. Dame, Henry L. Doherty, C. D. 
Emmons, P. H. Gadsden, Thomas N. 
McCarter, S. Z. Mitchell, J. H. Pardee, 
H. Hobart Porter, Paul Shoup, R. P. 
Stevens, A. W. Thompson, and J. N. 
Shannahan, president American Electric 
Railway Association, ex officio. 

At the initial meeting of this council, 
held in New York City on Feb. 3, 16 
members were present. It was appar- 
ent at this meeting that an opportunity 
existed for doing widespread construc- 
tive work in improving the situation of 
the electric railways. It was also ap- 
parent that this work must be put in 
the hands of some one individual to 
direct and co-ordinate. Mr. Shannahan 
announced that Lucius S. Storrs, presi- 
dent the Connecticut Company, had 
been elected to this newly created posi- 
tion, with the title of managing director 
of the American Electric Railway Asso- 
ciation. Mr. Shannahan went on to 
say that this new activity will give the 
industry an opportunity for taking up 
nationally the problems affecting its 
interests just as soon as it becomes 
evident that such questions are of 
national significance. He said that the 
advisory council has agreed to under- 
write the cost of this work until it 
could be distributed among the indi- 
vidual companies who are to receive its 
benefits. Steps will therefore be taken 
to distribute the expense resulting from 
this new activity. 
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At the conclusion of President Shan- 
nahan’s remarks, Mr. Lambert said 
that the association and the industry 
owed its president an expression of 
appreciation for his initiative and 
action which had resulted in the forma- 
tion of the advisory council and in the 
election of a managing director of the 
association. 


Motor Buses DISCUSSED 


A paper on motor buses from the 
electric railway viewpoint was read by 
H. A. Mullet, assistant general man- 
ager the Milwaukee Electric Railway 
& Light Company in the absence of 
the author, S. B. Way, vice-president 
and general manager of the same com- 
pany. Mr. Way’s paper appears else- 
where. At the conclusion of the paper 
Mr. Mullet answered a number of ques- 
tions relative to the operation of buses 
in Milwaukee. He described the con- 
ditions under which seven-passenger 
sedan automobiles are run in competi- 
tion with the electric railway com- 
pany’s service, and the system of fare 
collection used on buses of the railway 
company. He said that in interurban 
service the buses had shown earnings 
which paid the entire cost of operation 
and depreciation, together with a slight 
return on the invested capital. 

The motor bus was considered from 
the motor vehicle viewpoint in a paper 
by T. R. Dahl, secretary the White 
Company, representing the National 
Automobile Chamber of Commerce. 
This paper appears elsewhere. 

Following the presentation of the 
paper, President Shannahan com- 
mended Mr. Dahl on his extremely fair 
view of the relation between the auto- 
motive and the electric railway indus- 
tries and said that the association and 
the electric railway industry owed 
Mr. Dahl a vote of thanks for his able 
presentation of this subject. 

Then followed a consideration of the 
need for co-operative treatment of the 
transportation requirements in a city, 
and a spirited discussion ensued on the 
relations which should exist between an 
electric railway company and an inde- 
pendent bus company operating on the 
same streets. The principal speakers 
were Col. A. T. Perkins, manager for 
the receiver United Railways Company 
of St. Louis, and T. S. Wheelwright, 
president Virginia Railway & Power 
Company, Richmond, Va. At its con- 
clusion President Shannahan declared 
it to be the policy of the association to 
stand for fair tactics between rival 
transportation systems. 

J. C. Thirlwall, General Electric Com- 
pany, discussed the development of the 
electric bus drive recently perfected by 
his company. He said that in general 
the trend today is toward bigger and 
bigger buses, both of the single-deck 
*and double-deck type. The bigger vehi- 
cle has compelled the use of a bigger 
power plant. The six-cylinder engine 
of greater horsepower is being gen- 
erally adopted. Using the mechanical 
drive that has been a standard part of 
automotive equipment on these larger 
vehicles with their larger power plants 
has developed difficulties that were 
never apparent in the pleasure car or 
in the smaller and earlier forms of 
the bus. It is almost amazing to the 
average railroad man who takes up bus 


AT THE MEETING of the executive 
committee of the American Elec- 
tric Railway Association held in 
Washington Feb. 16 the following 
statement of principles regarding 
the motor bus was unanimously 
adopted: 


Principles Regarding the 
Motor Bus 


Recognizing that there is a place 
for the bus in local transportation, 
the executive committee of the 
American Electric Railway Associa- 
en subscribes itself to these convic- 
‘ions: 


1. No medium has yet been de- 
veloped which alone can take the 
place of the electric railway in mov- 
ing large numbers of persons during 
morning and evening rush hours in 
cities. There is a place for the bus 
in transportation as an auxiliary of 
or supplement to and, in some in- 
stances, substitute for electric lines. 


the 


2. Electric railways are in 
business of providing transportation 
in their respective communities, It 
is their duty to supply all local 
transportation, both by electric rail- 
ways and buses, essential to good 
public service. When supplying such 
service by rail cars, buses, or both, 
they should be _ protected against 
competition in the operation of all 
such lines. 


3. Buses should be regulated by 
law as common carriers and the ef- 
fort to make bus regulation uniform 
throughout the United States con- 
tinued and encouraged. 


4. Both buses and electric railways 
should bear proportionate taxes and 
other public obligations fairly 
chargeable to them as public carriers. 


operation for the first time, the terrific 
maintenance cost and the comparatively 
brief life of the driving mechanism 
when he compares it with his rail car 
expense. In analyzing the cost of 
maintenance, it is found that the me- 
chanical drive itself is largely respon- 
sible in the hands of the average oper- 
ator. The gear shift and clutch, han- 
dled by the ordinary driver, is a weapon 
of mechanical assault and battery on 
the engine itself, on the clutch, on the 
gearing and on the axle and tires. 

It was to minimize the terrific shocks 
and strains that are inherent in the 
mechanical drive that the gas-electric 
drive for buses was recently developed 
and perfected. 

Electric drive simply means taking 
out the gear box, the transmission gear- 
ing and the clutch, and in some in- 
stances taking out the differential drive 
and substituting for it a dual drive, 
removing parts that are inherently 
short-lived and high maintenance parts 
and replacing them with an electric 
generator, directly connected to the 
engine and with a motor or motors of 
the ordinary railway type. 

By actual tests, he said, it has been 
found that in city service the engine 
revolutions per mile are reduced from 
15 to 21 per cent; that the maximum 
engine speeds are reduced approxi- 
mately 40 per cent; that the inspection 
of the engine, which many of the 
larger companies put on a 2,000-mile 
basis, can be stretched out to 4,000, 
5,000 or 6,000 miles, which in itself 
saves materially in cost, and that, bet- 
ter than that, the electric equipment 
permits of an almost instantaneous 
test of the efficiency of the engine by 


connecting the generator to a water 
rheostat and taking ammeter readings 
at a given engine speed. That permits 
in a few minutes an exact determina- 
tion of the condition of the engine 
which can only be had at the present 
time by taking the engine off the car 
and setting it up on a stand dynamom- 
eter test, which is a long and extremely 
expensive performance. 

A bigger thing than maintenance, 
however, is the fact that it was found 
by an extensive series of tests that a 
higher schedule of speed could be main- 
tained with the electric drive without 
abuse to the equipment or without dis- 
comfort to passengers than is possible 
with the mechanical drive, and as rail- 
way men I think we all realize that 
high schedules are not only the great- 
est economy that can be effected in 
railway operation, but they are also 
one of the best means of selling trans- 
portation. In answer to a question 
he said that he believed it possible 
ultimately to develop this type of drive 
so there would be little if any increased 
weight in the mechanical construction. 

A resolution proposed by C. D. 
Emmons was passed expressing the 
thanks and the appreciation of the 
association to the speakers and various 
organizations which had co-operated to 
make the meeting a success, particu- 
larly the Chamber of Commerce, the 
management of the New Willard Hotel, 
the committees of .the association on 
transportation, subjects and meetings, 
and dinner arrangements. Thanks to 
the local railway companies and to 
J. H. Hanna, vice-president in charge 
of operations Capital Traction Com- 
pany, were also included in the resolu- 
tion. ’ 

President Shannahan announced that 
the annual convention of the associa- 
tion would be held in Atlantic City 
during the week beginning Oct. 5, after 
which the meeting adjourned. 

The last event on the program of 
the meeting was a banquet in the ball- 
room of the New Willard Hotel. More 
than 700 diners were present to enjoy 
one of the best sessions of the entire 
convention. 

During the dinner the guests were 
entertained by a number of vocal selec- 
tions. Much amusement was occa- 
sioned by the distribution of a four- 
page leaflet, “One Bell,” made up to 
resemble a newspaper. The publication 
of this shéet was arranged by Robert 
Dougan, publicity agent Capital Trac- 
tion Company, and printed with the 
assistance of the Washington Times. 

After the dinner the guests listened 
to three speakers who discussed topics 
of interest to the electric railway in- 
dustry: / The speakers were G. F. 
Hamilton, president Capital Traction 
Company; Gen. Guy E. Tripp, chair- 
man board of directors Westinghouse 
Electric & Manufacturing Company, and 
Matthew C. Brush, president American 
International Corporation. By special 
request of Mr. Brush, Owen D. Young, 
chairman of the board General Electric 
Company, spoke a few words of con- 
gratulation to the association and to 
Mr. Storrs concerning his appointment 
as managing director. These remarks 
appear verbatim elsewhere. At the con- 
clusion of the speeches there was in- 
formal dancing. 
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The Car Rider’s Viewpoint’ 


By Peter Witt 


Street Railway Consultant, Cleveland, Ohio 


Observations on Railway Operating Methods in Nineteen Cities 
—Better Transportation Is Demanded Rather than Cheaper 
Transportation—Larger Field for Railway Service Pointed Out 


ridden cars until I was sore but sat- 

isfied. I have seen many things that 
the owners of transportation companies 
have never seen; and my advice to you 
is—get acquainted with your own prod- 
uct and you will be able to appreciate 
the feelings of the people that you are 
doing business with. 

Most of the people who are engaged 
in transportation seem to look upon 
their customers as enemies. It is the 
most remarkable business that you can 
imagine, where every owner thinks 
that every fellow who gives him a 
nickel is his enemy. You sort of have 
an attitude toward him like a merchant 
would have if he put a bulldog in front 
of his store after he spent money in 
advertising a cheap product. It doesn’t 
work that way. 

Take your engineers and your master 
mechanics and general managers and 
send them around the country and let 
them see what other properties are 
doing. Don’t go there announced, to 
be entertained by the other fellow, but 
go there as a stranger, because it is 
my observation, of course, that we do 
make progress, and you then will see 
the many things that I have seen in 
the 19 cities that I have been doing 
car riding in, and you will have many 
a good laugh. 

Of course, the common thing that I 
meet in most places is that very few 
transportation people keep their track 
in good condition. It seems to be the 
universal rule that when a joint com- 
mences to show a break and the equip- 
ment starts to hit it, you don’t send the 
man out to repair it, but you wait until 
the joint is gone and the rail on the 
opposite side is cupped. And after the 
equipment has pounded itself to pieces 
for 2 years, you go out and put in a 
new piece of equipment. That isn’t the 
way a car rider ought to be treated. 

You will become informed of many 
things if you will send your men around 
the country, so that they may observe 
how things are being done and come 
home and tell you, so that you may 
profit by it. In every town something 
is done better, and some things are 
done worse than in any other town; all 
you have to do is to pick up the good 
things and bring them home in a col- 
lection and then you will have all the 
good things for your own town. 

I have ridden in street cars where 
I found transfers three weeks old. I 
have seen conductors punch transfers 
with a nail. I remember one city I got 
into, where I was waiting for the car 
to start. All of a sudden a fellow came 
along and I looked at him and I 


[ Hee been in 19 cities and I have 
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thought he was a curve greaser. He 
had on a pair of overalls—not even 
made of the checked stuff, but made 
of the plain blue. I looked at him and 
thought, “This fellow is riding the car 
with his grease bucket; I wonder if he 
keeps the grease off of the passengers.” 
But I was mistaken; that wasn’t the 
fellow who greased the curves, it was 
the conductor himself. 

Now, you wouldn’t like, if you were 
riding the street car, to have a fellow 
in the uniform of a curve greaser 
come up to collect the fare, would you? 
Well, the chances are that that cor- 
poration in that particular city, through 
the individuals in control, did not like 
it, but the officers never rode a car, 
they didn’t know the way the conductor 
was dressed. 

In that same city I saw a thing that 
amused me very much. I noticed that 
the trail pullers running around in the 
daytime had a night shirt on them; they 
were dressed in a night shirt made out 
of canvas. Well, I never had seen a 
coupler incased in a canvas bag, and 
I said to one of the.men operating the 
property, “What’s the idea of putting 
canvas over the couplers?” 

“Why,” he said, “that will keep the 
dust off of them.” 

Now, that sounds funny to you, but I 
saw it with my own eyes, and saw the 
man take it- off and then put it on. 
Imagine a railway spending good 
money in buying canvas bags to put 
over couplers to keep the dust off of 
them. 

Can you wonder that sometimes the 
car-riding public doesn’t take kindly 
to the trials and tribulations that you 
go through, when they see such non- 
sensical performances? That is patent, 
you know, when you go out if you 
merely observe those things. You can’t 
observe them if you stay home; you 
can’t get next to them if you go down 
to Young’s Pier at Atlantic City, but 
if you travel all over the country you 
will become acquainted with them. 
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I have been in cities where the cars 
have a horrible appearance and are 
rusty for lack of paint. The operators 
are careful about having the carhouses, 
where the cars remain for 6 hours at 
night, nicely painted, but they will 
allow the cars, which are out on the 
street for 18 hours a day, go without 
any paint. Remember that it is just 
as important, if not more so, to keep 
the cars painted as it is to see that the 
carhouses are in good condition and 
painted. 

To me, there was only one man in 
the United States who really ever 
understood the question of transporta- 
tion, and that was George Pullman. 
When he conceived that wonderful 
thing that we now enjoy, known as a 
sleeping car, and took it to New York 
to peddle it, he was buffeted from one 
sidewalk to the other, and he was con- 
fronted with the statement by the peo- 
ple who had money that it wouldn’t do, 
and that it would increase the cost of 
transportation. And to that, George 
Pullman had just one reply, and that 
one reply was that the people did not 
want cheap transportation, they wanted 
better transportation! 

You can’t make transportation too 
good. The better you make it the more 
car riders you will see, and the worse 
you make it the fewer car riders you 
will sell. Now, you have got to under- 
stand that you are merchants, that you 
are selling something that people must 
have, and that people are eager to buy 
if you will merely deliver the stuff that 
they want. 

You are disturbed about the auto- 
mobile. Now, I am not disturbed about 
the automobile. I think the privately 
owned automobile has been a boon to 
this industry. The private automobile, 
to the extent that it brings people down 
in the morning and takes them home 
in the evening, during the rush hours, 
is a benefit to you because it relieves 
you of part of the peak which is the 
unprofitable end of your business. 
Of course, at one time it was believed 
that that was the profitable end. You 
know, they used to write franchises 
which stipulated that people should be 
carried for so much a ride, but when 
the hour of heaviest peak came, then 
the charge was reduced, when it cost 
most. Now the privately owned ma- 
chine is not hurting you, and when you 
realize in your cities that every fourth 
or fifth person is the owner of a ma- 
chine, don’t get into the frame of mind 
of thinking that he is going to hurt 
you, because he is not. And when you 
see 20,000 and 30,000 and 40,000 ma- 
chines on the highway going this way 
and that, don’t figure that is a loss to 
your business, because it is not. Don’t 
assume for a moment that when a man 
has taken a pleasure ride in the car 
that he would be on the street car if he 
wasn’t in the automobile, because he 
wouldn’t. 

The automobile has merely made it 
possible for people to take more rides 
that they wouldn’t take if they had to 
use a street car. It is not a loss of 
business to you. Then, of course, after 
that comes the bus, which now is agi- 
tating this industry. I don’t know 
what the bus can do, and neither do 
you. It is something new, and there 
isn’t anything yet by which we can 
gage it. All that we can say about it 
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is that the bus is an economic factor 
and that if you can transport people on 
rubber tires for less than you can move 
them on steel wheels on steel rails, the 
bus will supplant the street car, and 
nothing can prevent it. 

However, I don’t think that time ever 
will come. I know that there isn’t any- 
thing in this world that is so friction- 
less as a street car, a steel wheel on a 
steel rail. I know that there are car 
bodies in this country that have been 
on wheels for 35 years. I know that 
no bus body will remain on wheels for 
385 years, even if you carry three me- 
chanics on every trip. I know that 
there are motors operating on trucks 
and under street cars in this country 
that have been obsolete for 20 years, 
but they are still turning around. 


And I know that there isn’t an internal 
combustion engine made, or that ever 
will be made, that will run 35 years! 

I know that I can take a pinch-bar 
and move a gondola with 80,000 lb. of 
coal; that tells me that there isn’t any- 
thing as cheap as steel to steel. So I 
don’t subscribe to the theory that seems 
now to be running rampant among this 
fraternity, that the day of the street 
car has passed and the day of the auto- 
mobile is here, because it is not. The 
automobile or the bus can be used, of 
course. There is a place for it as well 
as for the street car, but it will never 
supplant the street car in the cities of 
this country, and it shouldn’t, and it 
won’t, unless it can do it cheaper—and 
only time will be able to demonstrate 
that to us. 


Transportation Acts and the 


Electric Railways 
By John J. Esch 


Member Interstate Commerce Commission 


Despite Original Franchise Provision a Fare Higher than 
5 Cents Is Now Deserved—Legitimate Advertising Will Im- 
prove Public Relations—Stock Ownership by Employees and 
the Public Gives Them a Stake in the Success of the Property 


ITH reference to the imme- 
W diate interests of the electric 

railway industry I might say 
that the original interstate commerce 
act in defining a common carrier de- 
clared that it was engaged in the 
transportation of persons or property 
by railroad. There is no distinction 
made in Section 1 of the original in- 
terstate commerce act as between the 
steam and the electric line, and ever 
since Frank Sprague of New York 
developed the practical trolley at Rich- 
mond, in 1888, electric interurban lines 
engaged in interstate commerce have 
been subject to the jurisdiction of the 
Interstate Commerce Commission. In 
numerous cases we have passed upon 
your rates and fares and charges, and 
they have gone to the Supreme Court 
and the jurisdiction of the commission 
has been sustained. 

In the transportation act of 1920 
there has been an exception made with 
reference to street, urban or interurban 
and electric lines which are not a part 
of a general system of steam railroad 
transportation. I remember distinctly 
that your people were not of one mind 
as to the scope of the proposed legisla- 
tion. There were some of you who be- 
lieved that you should come under the 
full provisions; others were opposed to 
such a proposition. Some were willing 
to come under title 3, the labor provi- 
sions; others were opposed thereto. 
With this contrariety of views, the 
committees of Congress formulated the 
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transportation act as it is today. Each 
individual case, therefore, will have to 
be determined upon its own merits. 

On Jan. 5 the Supreme Court of the 
United States handed down a very in- 
teresting decision with reference to two 
Ohio traction companies. The city of 
Wellsville and the village of Hebron 
brought action. The interurban lines 
supplying this city and this village also 
connected with cities in Pennsylvania 
and in West Virginia, thus making 
them interstate common carriers. The 
common carrier had an interstate level 
of rates. The intrastate rates were 
lower. It sought to have the intrastate 
level of rates raised to the level of the 
interstate. The commission granted 
the relief. This city and the village 
took the case to the Supreme Court, 
and that court affirmed the decision of 
the Interstate Commerce Commission, 


so that the carriers were enabled to 
raise the intrastate rates to the level 
of the interstate—and like relief may 
be granted in other cases where a like 
situation is presented. 

Street and interurban electric lines 
have been suffering under two handi- 
caps—the nickel and the jitney. The 
5-cent fare was originally a part of 
your charter or your contract rights. 
Being incorporated in a charter or in a 
contract made with the Council, it was 
considered as immutable as the law of 
the Medes and the Persians, and for a 
long time, notwithstanding your pres- 
entation of increased costs of labor and 
materials, the 5-cent fare remained a 
constant. 

You ought to increase the fare—and 
I have noticed in the address made by 
your president that the average fare 
now has attained something in excess 
of 7 cents. The nickel was considered 
as a sacred number, but I take it that 
7 is more sacred because you will find 
it justified in Holy Writ. 

Jitney competition, which was so 
severe a few years ago, is in a way 
resolving itself because you are laying 
your cards upon the table before com- 
mon councils, your patronizing public, 
and the regulatory bodies; you are 
meeting them across the table, and to 
the degree in which you manifest 
frankness in every detail can you 
expect relief. 

I am glad to note that the situation 
of electric lines is better than it has 
been in prior years; far better than it 
was during the war, during 1919, dur- 
ing 1920, during 1921, and even a part 
of 1922. Reading your proceedings in 
1921, I noticed there was a tone of 
pessimism throughout the addresses 
and there was also in the Statistics 
offered; but I think you have seen that 
the sun is shining through a gap in the 
range and that the slough of your 
despondency is now being brightened 
by the full sunlight. At least, I sin- 
cerely hope that that is being realized. 

It would be my suggestion that you 
continue your plan of advertising what 
you have to sell, of taking the public 
into your confidence, of increasing your 
public relations to a point where there 
be mutual confidence between your- 


.selves, the patronizing public, and the 


regulatory bodies. By doing that, there 
will be a better feeling between your- 
self and your employees. You have a 
right to tell the patronizing public that 
they owe you something; you have a 
right to tell them that by reason of 
these electric lines it has been made 
possible to relieve the congestion of the 
great cities and to give the man of 
moderate means a chance of buying a 
home out/in the open spaces where he 
can raise his family at a reasonable 
cost. You have a right to tell the 
manufacturer and the merchant that 
because of your lines and your facil- 
ities you are bringing customers to 
their very doors. These are legitimate 
methods of advertising, and you have 
the full right of going to the uttermost 
limit in presenting your views to this 
public. 

You have a right also to try to se- 
cure ownership in your securities, on 
the part of your employees and the 
patronizing public. Have you noticed 
the result of an experiment tried by 
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the New York Central last week? It 
put out 35,000 shares of its stock, par 
value $100; first chance of purchase by 
employees. There were over 42,000 
applicants for the stock. The company 
doubled the amount of the stock that 
could be subscribed, and the company 
today has 42,000 more stockholders 
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than it had two weeks ago, and it has 
disposed of $6,800,000 in stock at par. 
What is the significance of that? It 
means that 42,000, practically one- 
fourth of the employees of the New 
York Central System, now have a finan- 
cial stake in the success of that great 
railroad. 


One Railway 


’s Experience 


with Buses 
By S. B. Way 


Vice-President and General Manager 
Milwaukee Electric Railway & Light Company 


Where, When and How They Should Be Employed — The 
Results Obtained by This Company Show that It Is Essential 
to Use the Best of Equipment and to Be First to Render the 
Service—Principles Found to Be Successful Are Enumerated 


HE answer to the question 
i “When, where and how should 
motor buses be used by electric 
railways?” can, from the experience 
of at least some of us, be compressed 
into a few words, namely: Anticipate 
demands and opportunities for bus 
service; be first to render such service; 
employ only the best equipment and 
personnel. Analysis of a particular 
situation will illustrate the point. 
Take the case of an electric railway 
system operating something like 230 
miles of city track and 260 miles of 
track in suburban and _ interurban 
service. The city tracks are practically 
all in paved streets. The suburban 
and interurban lines are largely on 
private right-of-way. This railway 
system serves a total population of 
about 800,000. The interurban cars 
reach the centers of the principal cities 
over tracks used also for local street 
railway service. The suburban and in- 
terurban lines are in every instance 
directly or closely paralleled by con- 
crete or other hard-surfaced roads, and 
the area between these lines is in prac- 
tically all instances further supple- 
mented by similar hard surface roads. 
These hard surface roads extend to 
practically all towns within a radius 
of 100 miles or more from the principal 
center from which this railway is oper- 
ated. 


No RESTRICTIONS IN STATE LAWS 


The state law is such that any one 
can go into the bus business either in 
the city or in the country, or both, upon 
the mere filing with the Public Utility 
Commission of a statement of the gen- 
eral route over which such buses are 
to operate, a proposed general sched- 
ule of hours during which service will 
be rendered and a general statement 
of the rates of fare to be charged. 
This statement must be accompanied 
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by an indemnity bond for the payment 
of damage claims up to the amount of 
$2,500 for any one individual and 
$5,000 for any one accident. 

The Public Utility Commission has 
substantially no discretion in the mat- 
ter of approving such applications 
where accompanied by indemnity bonds. 
The law especially provides that the 
fact that the route parallels a street 
railway system shall not be taken into 
consideration by the commission in 
passing upon the adequacy of the ap- 
plication or the bond. After the com- 
mission has once discharged its rather 
perfunctory duty it loses jurisdiction 
unless notice is given by the bonding 
company of the cancellation of the 
bond, whereupon the commission is 
required to cancel its certificate. The 
commission has no means whatever of 
ascertaining whether or not the car- 
rier observes his proposed route or 
operating schedule or even adheres to 
his filed rates of fare. 

Under the law, cities and towns may 
require the payment of license fees by 
buses or so-called bonded carriers, 
which license fees, however, are limited 
to amounts reasonably to compensate 
the cities or towns for wear and tear 
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on streets and bridges and for the 
cost of regulating traffic. The cities 
and towns are not permitted to levy a 
franchise tax as such. The only taxes 
assessed against such carriers are the 
taxes applicable to any business and 
property, the federal bus tax and the 
state auto license fee. 

The only regulation of the service is 
that imposed by local sheriffs or police 
in respect to observance of rules of the 
road, speed ordinances and the like. 
The meager protection of the public 
against the operation of more or less 
irresponsible buses or common jitneys 
embodied in the requirement of the 
filing of bond, as described, was en- 
acted only after one city in this state 
became infested with as many as 1,500 
jitneys at one time and where the jit- 
neys in some of the smaller cities prac- 
tically ruined the street railway busi- 
ness. The cost of insurance coupled 
with the war activity, higher cost of 
automobiles and their operation, and 
the general and substantial advance in 
wages operated practically to eliminate 
the old fashioned 5-cent jitney or even 
the converted touring car operating at 
a 10-cent-fare. 

In this situation and subsequent to 
the enactment of the bonded carrier or 
so-called jitney law, buses first made 
their appearance as a medium for ex- 
tending interurban railway service to 
points beyond rail heads. These buses 
were first operated by individuals but 
were shortly taken over by the railway 
and operated in its own name. The 
small patronage enjoyed by these buses, 
the low earnings and the comparatively 
high expenses per bus-mile gave the 
railway officials the impression that 
buses were not likely to become ex- 
tremely popular. These initial opera- 
tions, however, were undertaken over 
gravel surfaced highways and with bus 
equipment not in any way comparable 
to later equipment in respect to com- 
fort or attractiveness to passengers. 

As soon as the first 36-mile stretch 
of concrete road paralleling one of the 
interurban railway lines was com- 
pleted, a fleet of, at that time, rela- 
tively high-class buses was imported 
from a bus operating organization 
which had achieved a _ considerable 
measure of success in its operations 
between neighboring cities in a near-by 
state. These buses were operated by 
experienced bus men and the organiza- 
tion appeared to have a considerable 
measure of responsibility. As addi- 
tional roads were completed, parallel- 
ing the interurban lines, these people 
experimented with different routes 
until they located their equipment on 
routes which would yield the largest 
revenues per bus-mile. It early be- 
came apparent that buses of this char- 
acter operating on concrete or other 
hard, smooth-surfaced roads were tak- 
ing away an appreciable amount of 
traffic from the railway. 


COMPETITION CouLD Not BE IGNORED 


The railway management early con- 
cluded that it could not afford to ignore 
the possibilities of such bus operation, 
particularly under these circumstances 
of total lack of protection’ by state 
laws or municipal ordinances, its obli- 
gation to operate regularly and safely 
at fixed rates of fare and the charac- 
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teristic tendency of the public to prefer 
travel on rubber and soft leather 
cushions in modern vehicles. The situ- 
ation was squarely put up as to 
whether the electric railway should 
lie down and take a good licking, or 
whether it should stand up and make 
an effort to remain the predominant 
factor in organized transportation 
service in the district served. 

It was quickly recognized that it was 
impracticable to attempt to retain the 
business for the electric railway by at- 
tempting to compete with modern high- 
class buses operating on close headway 
with 15 and 20-year-old railway cars, 
well maintained to be sure, but never- 
theless lacking much in the way of 
novelty and attractiveness of interior 
finish that was offered by the buses. It 
was believed that unrestricted, unregu- 
lated and uncorrelated free-for-all bus 
service, on magnificent hard-surfaced 
roads and operating substantially tax 
free, could result in but one thing—the 
destruction of the railway and the com- 
plete disintegration of organized and 
responsible transportation service. 


MEETING COMPETITION WITH BUSES 


There appeared to be but one course 
left open to the railway management, 
namely, that of meeting bus competi- 
tion with buses. The railway proceeded 
according to its best judgment, pro- 
cured buses which it believed were best 
adapted to meet the situation which 
confronted it and launched into the bus 
business. It started out with an an- 
nounced policy of recognizing that a 
change in transportation methods had 
occurred, and that it was prepared and 
proposed to give the public the best 
transportation service of whatever 
character the public wanted and at the 
lowest consistent cost. The railway 
made numerous grievous errors in the 
initial selection of its equipment and 
rapidly awoke to the fact that time- 
honored ideas and prejudices of electric 
railway men could not be successfully 
grafted onto the bus business. 

Bus companies multiplied in the dis- 
trict and the railway company was 
kept extremely busy keeping up not 
only with the rapid development of bus 
lines as fast as new highways were 
completed and opened, but also in keep- 
ing up with the rapidly changing styles 
in buses. Each new competing bus or- 
ganization brought out a type of bus 
which it believed would be most at- 
tractive to the public and which would 
gain for it the lion’s share of the pa- 
tronage. The railway company utilized 
its inherent advantages of established 
credit and superior purchasing power 
and its experience in respect to stand- 
ardized methods and training of per- 
sonnel, all with the result that it 
rapidly acquired fleets of different 
types of buses, each carefully selected 
with respect to the particular class of 
service to be rendered. In each case 
the equipment was made the most at- 
tractive that could be devised with 
reasonable regard for practicability in 
operation. 

This policy began to tell, and within 
a year from the time competition was 
first encountered in parallel bus opera- 
tion, the first competing organization 
sued for peace and sold its equipment 
to the railway on the basis of the de- 
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preciated value of the equipment and 
with no allowance for going value, good 
will or the like. Numerous other com- 
peting organizations operating buses of 
various types have found the railway 
competition too severe, not from the 
standpoint of cutting rates, but from 
the standpoint of absolutely reliable, 
courteous and safe service in vehicles 
of the highest possible standard, with 
the result that they have one after an- 
other likewise sued for peace. The 
refusal of the railway to pay tribute 
to get rid of troublesome competition 
has, it is believed, deterred many bus 
men from entering the field. 


MAKING Bus SERVICE Pay ITs Cost 


In the meantime the railway has 
been able to operate its interurban bus 
service on a basis of recovering the 
full cost of operation, including depre- 
ciation, and with a substantial contri- 
bution toward a full reasonable return. 
It has not been able entirely to elimi- 
nate destructive competition as yet. 

The latest development in such com- 
petition has been the utilization of 
high-class seven-passenger sedan cars, 
on which license fees and taxes are 
very light, which operate at extremely 
high speed and which offer the public 
carriage in what amounts to a private 
limousine. Careful study of this type 
of competition reveals the surprising 
fact that such buses can exist on reve- 
nues as low as 12 to 14 cents per bus- 
mile. This surprisingly low cost of 
operation is accounted for by the fact 
that buses of this type are quickly 
loaded and the loading is accomplished 
with few stops. When the buses are 
once loaded, they run practically with- 
out stops and at high speed from one 
terminal to the other. The high speed 
reduces the element of driver’s wages 
per bus-mile and does not materially 
increase maintenance or other operat- 
ing costs per bus-mile. Such cars are 
available at less than $2,000 each, and 
even in relatively hard service can be 
operated so as to keep the factor of 
depreciation down to about 1 cent per 
bus-mile: 

Experience is demonstrating that 
this character of competition can 
hardly be successfully met by any of 
the conventional types of 15 to 30- 
passenger machines, and that where 
such competition exists the railway 
or other organized and _ responsible 
transportation agency must employ its 
purchasing power, operating organiza- 
tion and its best experience to meet 
the demands of the public in develop- 
ing a high-speed small car service 
which the public will prefer to that 
offered by competitors. 

While this intensive development was 
going on in the railway company’s in- 
terurban and suburban territory, the 
operators of a bus line in another city 
connecting depots with a department 
store conceived the idea of procuring a 
so-called franchise for the operation of 
buses paralleling certain of the com- 
pany’s best city railway lines. Not- 
withstanding the law was fairly clear 
to the effect that cities could not give 
any franchise for the operation of 
buses, but could impose on bonded car- 
riers procuring certificates from the 
public utility commission reasonable 
license fees to compensate for wear 
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and tear on streets and bridges and for 
the cost of regulating traffic, these 
parties caused to be introduced into the 
city council an ordinance authorizing 
the exclusive operation of a line of 
buses and proposing to pay the city a 
license fee of $100 per bus. Prior to 
the filing of this application for a so- 
called franchise the railway company 
had anticipated that some one was 
likely to begin the operation of buses 
paralleling its best street railway lines. 
Demonstrated popularity of the inter- 
urban buses could lead to no other con- 
clusion. 

Considerably in advance of any talk 
whatever of the inauguration of local 
city bus service, the company accord- 
ingly placed an order for what were 
at that time the highest types of single 
and double-deck buses available in this 
country. In advance of the actual re- 
ceipt of these buses, the company had 
filed its application with the public 
service commission for the necessary 
bonded carriers’ certificates. Upon fil- 
ing the application by these outside 
parties for the so-called franchise in 
the city, the company, with the co- 
operation of the manufacturer in 
hastening deliveries, immediately in- 
augurated service. Through a period 
of a year and a half the railway com- 
pany continued and constantly im- 
proved its local operation in spite of 
many attempts to harass it. 


EXTENDING CITY RAIL LINES 


In the meantime, the company had 
not overlooked the places in its city 
transportation system where service 
was required but where the volume of 
traffic could not by any stretch of the 
imagination begin to justify the heavy 
initial outlay required for the con- 
struction of tracks, paving and other 
accessories of a street railway. These 
lines were generally in the outskirts 
and the locations were not in any way 
attractive to independent bus opera- 
tors. In these situations, the company 
installed high-class bus service at rail- 
way rates of fare and exchanged 
transfers with the cars. These local 
city bus lines were at first operated at 
a net loss represented by the total cost 
of operating the buses, because in the 
beginning they did not produce any 
appreciable increased riding over what 
would have come to the railway with- 
out the buses. However, by keeping 
the bus equipment strictly high class 
and operating on regular schedules, 
good weather and bad, and practically 
independent of the quantity of snow, 
the public began to increase its patron- 
age to the point that these lines can 
as a whole now be said to be at least 
entirely/ self-supporting in respect to 
the full cost of bus operation, exclusive 
of return. The surplus over and above 
this expense is making some appreci- 
able contribution toward return. The 
main return from these buses, however, 
is in the improved position which the 
company occupies in the community, 
which is reflected by better patronage 
of its transportation system as a whole 
than would have been the case other- 
wise, and in the final conclusion of the 
city itself that it could not afford to 
invite outside bus operators to jeopard- 
ize the highly organized and complete 
local system of transportation. 
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In attempting to fulfill its mission of 
rendering a complete and properly cor- 
related railway and bus transportation 
system, this railway has found it nec- 
essary and expedient to operate some- 
thing over 750 miles of interurban bus 
route and close to 50 miles of city bus 
route. The operation of these several 
bus services requires 132 buses of all 
types. The number is yearly increas- 
ing. 

PRINCIPLES FOUND SUCCESSFUL 


The experience here briefly sketched 
has led the management to the follow- 
ing conclusions: 

That the time to operate buses is be- 
fore the other fellow gets the jump on 
the job. 

That the place is wherever buses can 
render a useful service on a self-sus- 
taining basis, whether necessarily cor- 
related with the railway system or not. 

That bus service should be inaugu- 
rated wherever the so-called independ- 
ent operators attempt to horn in on the 
railway company’s transportation busi- 
ness without being willing to assume 
all of the responsibilities and burdens 
which the railway organization must 
assume and carry. 

That to render satisfactory and 
profitable service to the railways the 
buses must be of at least as high class 
as individual or so-called independent 
operators could or would procure. 

That buses must be operated by a 
carefully trained and especially selected 
and supervised personnel. 

This experience has also taught that 
where the buses are operated as a part 
of the railway system, i.e., at railway 
rates of fare and exchanging transfers 
with the railway, it is desirable that 
the buses be operated under the super- 
vision of the railway transportation de- 
partment; that they be painted the car 
-colors, that the men wear the railway 
uniforms and that everything else pos- 
sible be done to identify closely the bus 
with the railway system. 

Where, however, the buses are oper- 
ated as a competing or auxiliary serv- 
ice rather than as a part of the rail- 
way, it is desirable to paint equipment 
distinctive colors and even to distin- 
guish special classes of equipment by 
different colors, as, for instance, parlor 
ears from regular cars. Such opera- 
tion cannot well be handled by the 
regular railway supervisory force, and 
best results are secured from the or- 
ganization of a bus transportation de- 
partment in charge of a superintendent 
carefully selected for his adaptability 
to this service. 


ENGAGEMENT OF OPERATORS 


The value of special care in the 
selection and training of bus operators 
cannot be overstressed. It is interest- 
ing to observe that it is possible, 
through the observance of such a plan, 
to operate buses over a period of 
several years and many hundred thou- 
sand miles of service, with lower aver- 
age costs for injuries and damages ex- 
pressed as a per cent of operating 
revenue than are experienced in the 
same situation in a railway, where the 
same care is used in the selection and 
training of railway platform men and 
otherwise in promoting safe and satis- 
factory railway service. 


Manufacturer’s Contribution 


to the Electric Railway 
By John G. Barry 


Vice-President General Electric Company 


Many Technical Gains in Last Few Years Have Added to 
Earning Power of the Railways—Means by Which Operating 
Companies Can Help the Manufacturer Are Standardization, 
Anticipation of Requirements and Correct Shipping Dates 


JOHN G. BARRY 


holders the president of the General 

Electric Company said, in effect, 
that the problem of a manufacturing 
corporation is threefold, and that its 
accomplishments must be measured 
from three points of view: (1) Service 
to the public; (2) to the employees, 
and (8) to the stockholders. The first 
consideration is “service to the public,” 
and it seems to me that if we render 
efficient service to the public, both em- 
ployees and stockholders will benefit. 
We feel that the manufacturers have 
rendered valuable service to railway 
companies, and while it has not been 
all that we would like it to be or that 
we hope to make it, nevertheless it 
has been of distinct benefit. From an 
engineering viewpoint manufacturers 
are prepared to have their engineers 
study your problems. In the manu- 
facturing end we endeavor to carry 
stocks of the more popular types and 
sizes of apparatus and so to equip 
our plants that reasonably early ship- 
ments can be offered on apparatus not 
carried in stock. 

In addition, electrical engineers have 
made contributions, such as the intro- 
duction of the automatically controlled 
substation and the light-weight motor 
and control equipment for light-weight 
cars, which have improved the service 
to the public and reduced the expenses 
and increased the revenues of operat- 
ing companies. 

There has been marked improvement 
accomplished in the design and effi- 
ciency of generating apparatus. I quote 
from a statement issued Jan. 15 to 


L: A recent message to our stock- 
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stockholders of the General Electric 
Company: 

Twenty years ago the efficiency of con- 
version of the energy of coal to electricity 
was a little over 10 per cent. Since that 
time the efficiency of the turbo-generator 
has been greatly improved, much larger 
units have been introduced, higher degrees 
of steam pressure and superheat with bet- 
ter auxiliary conditions have been adopted, 
so that we now realize an efficiency of con- 
version of approximately 19 per cent, an 
increase of about 90 per cent. We now 
seek to gain a kilowatt of energy from a 
pound of good steaming coal, which means 
an efficiency of 24% per cent in the con- 
version of coal to electric power. Looking 
forward to the introduction of the mercury 
boiler and turbine, it is expected that these 
will further increase the efficiency of this 
conversion to.33 per cent, or more than 
three times as much as 20 years ago. What 
this means to the industry, and more par- 
ticularly to the public as a whole, may be 
gathered from the following. In 1919 the 
average of the electric central stations 
throughout the United States was 3.2 Ib. 
of coal to produce a kilowatt of energy. 
In 1928 the efficiency of the turbines and 
other apparatus in use in central stations 
had been so increased that the average was 
2.4 lb. per kilowatt of energy, an improve- 
ment of 25 per cent. This is equivalent 
to a saving of 15,000,000 tons of coal per 
year, or $50,000,000 in the cost of coal 
alone, not taking into consideration the at- 
tendant advantages that this saving im- 
plies in the freeing of labor—human effort 
in the mining, transportation and handling 
of coal—as well as the capital required for 
these operations. 


There has been a similar, but not 
so pronounced, improvement in substa- 
tion apparatus and car equipment. 

Manufacturers do not claim that in 
making these contributions they have 
been actuated solely by altruistic mo- 
tives, for with no one is the truth of 
the Rotary slogan “He profits most 
who serves best’ truer than with the 
manufacturer. However, in order that 
we may “serve best” and that both 
operators and manufacturers may 
profit, it is essential that we receive the 
co-operation of operating companies, 
and I wish to suggest one or two means 
by which such companies can render 
effective assistance. 


How OPERATING COMPANIES CAN HELP 


First, adopt as far as possible the 
standards of manufacturing companies. 
We believe they have standard appa- 
ratus that will be applicable to prac- 
tically any condition of service, and it 
is hoped that railway companies will 
accept such standards, even though 
they may not embody all detailed fea- 
tures which may be desired by individ- 
ual companies. Perhaps many do not 
realize the importance’ of this or the 
relatively large increase in expense and 
delay involved in what may appear a 
minor change from standards. Detailed 
engineering instructions must be pre- 
pared, drawings changed and frequently 
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new patterns or dies made, with con- 
sequent increases in cost and in time 
for producing such apparatus. We be- 
lieve that the large number of different 
types, sizes and varieties of cars, 
trucks and electrical equipment now de- 
sired by operating companies could be 
substantially reduced if careful study 
were given to standardization of such 
apparatus, thereby allowing manufac- 
ture on a quantity basis, and by so 
doing that manufacturing costs and 
selling prices would be materially 
reduced. 

The operating company can help the 
manufacturer by anticipating as far as 
possible his requirements, not only as 
regards new apparatus, but also sup- 
ply materials. 

Another method in which railway 
companies can help not only the manu- 
facturer but also other railways is by 


not specifying shipments materially in 
advance of actual requirements. ‘It is 
not unusual for us to be advised that 
certain dates of shipment are required 
and then, after the apparatus is com. 
pleted, to receive a statement from the 
customer to the effect that they were not 
yet ready to receive it and asking that 
it be held. Had we been advised earlier 
that this material would not be re- 
quired on dates originally specified, it 
would have permitted us to concentrate 
our efforts on apparatus which was 
urgently needed and thereby relieve 
some other customer of a very trying 
situation. 

The manufacturers are not only will-” 
ing but anxious to do their part, and 
I believe that if we: all pull together 
we can expect and deserve a continu- 
ance of the improvement which the 
railway industry has shown recently. 


Relation Between Automotive 


and Electric Railway Industries 
By T. R. Dahl 


Secretary the White Company, Cleveland, Ohio 
Representing National Automobile Chamber of Commerce 


Standardization of Design and Excessive Size of Buses Should 
Be Avoided—Co-operation of Railway with Motor Vehicle 
Associations Will Give Excellent Access to Public Opinion 


operation of buses by electric rail- 

ways today. In the past there 
has been a strong suspicion among bus 
operators that electric railways began 
bus operations for the purpose of kill- 
ing that kind of public passenger trans- 
portation, having accomplished which 
they would again furnish only trans- 
portation by rail. They suspected that 
the railways put “trick” in “electric” as 
a warning to competitors. Present 
operations by electric railways have 
effectively removed that suspicion. 

Certain conclusions as to the use of 
the bus can admittedly be accepted, for 
the present at least, as major premises. 
First, buses are no longer considered as 
a passing phase of public fancy. They 
are here to stay. Second, buses cannot 
supplant electric railways in handling 
peak loads in congested districts in 
large cities. The use of the bus by rail- 
ways is, therefore, a question of deter- 
mining the proper place for each 
service. 

It is generally admitted that buses 
should be operated as extensions of 
car lines in extending service into new 
territories where the traffic does not 
justify the necessary capital expendi- 
ture for rails and power. This eco- 
nomic condition exists very generally, 
as the cost of existing trolley lines is 
often four and sometimes five times the 
amount of annual gross revenue, and 
this means that if 6 per cent is con- 
sidered a fair return, 24 per cent of the 
annual gross income must be set aside 


Teverst is no doubt of the bonafide 
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to pay interest and dividends on in- 
vested capital alone. Buses should be 
used as feeders to the electric railway 
lines. 

Urban population in the United 
States is increasing much faster than 
that of the country as a whole. New 
building developments are rife in all 
live cities, and as homes go up in the 
outskirts of the city, transportation 
facilities must be provided to serve 
them. The high cost of construction 
and maintenance of street railways 
makes it impossible to extend them into 
such outlying districts except under 
exceptionally favorable circumstances. 
The solution in such cases lies in the 
bus. 

In a number of cities the electric rail- 
ways themselves have replaced certain 
lines and in other cities replaced their 
entire systems with motor buses. This 
has been particularly true where an 
extensive paving program by the city 
has loaded an entirely unjustifiable 
charge upon the electric railway. 
Rather than capitalize that additional 
investment buses have been placed in 
service, replacing the street car. 

The history of city public utilities 
consistently proves them monopolies. 
One has but to recall several street 
car lines, electric light companies, gas 
and telephone companies operating in 
the same city. They have been uni- 
versally unsuccessful until combined 
and operated as a monopoly. The 
transportation problem of a city is as 
much a monopoly as the water, fire and 
police departments of that city. Trans- 
portation being a monopoly, the elec- 
tric railway, as the established respon- 
sible and experienced carrier of pas- 


sengers, should undertake to furnish all 
passenger transportation in its com- 
munity. 


Don’t STANDARDIZE THE Bus Bopy 
To Look LIKE A CAR 


You are no longer selling 5-cent car 
rides. You are purveyors of transpor- 
tation. The riding public is appreciat- 
ing to a greater extent than ever that 
it must pay a fare commensurate with 
service. It is willing and anxious to 
pay higher rates of fare to ride in 
buses. Do not jeopardize that earning 
capacity of your buses by too great a 
Pe of bodies, either as to 
form or appearance. Give no sugges- 
tion to the bus rider by standardizing 
the bus body to look like a street car 
that he should only pay a street car 
fare. The bus is regarded by the rider 
as a Pullman service for which he is 
willing to pay a Pullman charge. Do 
not take a chance of giving that rider 
a day coach impression, for as surely 
as you do he will demand a day coach 
rate. 

In the operation of bus lines it should 
be continually borne in mind that your 
best prospective customer is the auto- 
mobile owner. I do not know of any 
better way of antagonizing him than 
by forcing him off the pavement or 
frightening him by a bus which at least 
appears to be nearly as wide as the 
pavement itself. Manufacturers of 
buses engaged in competitive selling 
must pretty much give the purchaser 
what he wants. Consequently the ini- 
tiative in keeping bus widths within 
limits must come from you. The dan- 
ger is not limited to losing customers, 
but even more important is the danger 
of punitive legislation limiting widths 
to an extent that will interfere with 
economic operation through limited 
seating capacity. 


SOME ADVANTAGES OF LIMITING 
Bus DIMENSIONS 


This is no mere chimera. Some 
states have already limited by law per- 
missible widths of buses below 90 in. 
The only manner in which to avoid the 
swinging of the pendulum from the 
present liberality in width limitation to 
stringent and unreasonable width regu- 
lation is by voluntarily limiting your 
bus body widths to conform to 18-ft. 
pavement limitations, as the 18-ft. pave- 
ment has been adopted as standard by 
the Bureau of Public Roads of the 
United States Department of Agricul- 
ture and applies to all federal aid 
projects. 

This is true also of lengths of buses. 
A bus that requires the entire width of 
the street intersection in order to turn 
the corner not only violates every prin- 
ciple of traffic safety but antagonizes 
motorists who are held up and must get 
out of the way for that operation. 

The Motor Vehicle Manufacturers 
Association and your association dur- 


ing the past year, through the work of | 
representative committees, have agreed | 


on all fundamental principles of law 
that should control motor bus opera- 
tion. It is no longer open to argument 
that bus operations should be regulated 


as public utilities by state commissions — 
in the same manner that electric rail- — 


ways are now regulated. We may still 
have some differences of opinion on 


such questions as the method of taxing” 
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the motor vehicle; but the present day 
extensive operation of buses by elec- 
tric railways makes it essential that 
our attitude toward such questions 
should be one of co-operation. 

The bus says it is overburdened by 
special taxes. The electric railway 
makes the same claim. We entirely 
subscribe to your claim that you should 
not be burdened with paving charges 
for two reasons. First, it is an anach- 
ronism, and second, the charge is a 
direct charge on the street car rider— 
the public. There is only one source 
from which relief from such charges 
ean come, and that is public opinion. 

Co-operation with motor vehicle asso- 
ciations will give you the greatest ac- 
cess to public opinion that there is in 
this country. Would you not admit 
that if you could reach every telephone 
subscriber in the United States that you 
would have access to an overpowering 
public opinion? Remarkable as_ it 
sounds, there are more motor vehicles in 
this country than there are telephones. 
That co-operation is offered you, but it 
cannot be one-sided. You also must ap- 
preciate that taxes levied on motor 
buses are a direct charge against the 
bus rider, and therefore our co-opera- 
tive effort must be directed in reducing 
special taxes and charges levied on both 
the motor bus and the electric railway 
for the benefit of our customers who 
must bear this charge. 

We as bus manufacturers have every 
desire to co-operate with you in another 
respect. You are our customers. We 
desire to sell you buses. Having sold 
you equipment we will not indirectly 
enter into competition with you by 
financing competitors’ equipment. We 
do not believe it good business ethics 
to finance companies operating in com- 
petition with our customers, either 
through stock ownership or by time 
sales that are a mere subterfuge. In 
a competitive business where time sales 
are common and expected we, of course, 
are compelled to sell equipment on de- 
ferred payment plarts. We have adopted 
a plan limiting both the minimum cash 
required and the maximum of time 
granted and we will live up to that 
plan. I am, of course, speaking for the 
National Automobile Chamber of Com- 
merce, and I expect from your own ex- 
perience you appreciate that there are 
“die-hards” in every association who do 
not live up to the principles agreed 
upon by their national organization. 


. The best we can say for them is that 


with your help we will try to show them 
the error of their ways. 

There is one more phase of co-opera- 
tion that will have an important effect 
on how buses should be used by electric 
railways, and that is a national bus 
association. The American Automobile 
Association is offering to bus operators 
throughout the country its facilities as 
a going users’ organization in forming 
a bus group and affiliating that group 
with the A. A. A. Independent oper- 
ators have formed an organization com- 
mittee to work out a national associa- 
tion of bus operators. Your association 
has a committee for the purpose of con- 
sidering some kind of bus group or or- 
ganization. Three such independent 
organizations would be fatal to legis- 
lative activities and the establishment 


of policies which the entire automotive 
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industry could support. Haven’t we 
had enough of divided and therefore 
dissipated efforts? Have we not found 
in our dealings with each other that 
when personal misunderstandings have 
been removed by personal contacts our 
competitors are, after all, business 
men with pretty much the same ideas 
as our own? Are we not big enough, 
broad enough and have we not had suffi- 
cient experience with the national or- 
ganizations to appreciate that now, be- 
fore these various organizations are 
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formed, all representing pretty much 
the same business, that we should 
bring together the representatives of 
these three proposed national organiza- 
tions of bus operators in an attempt to 
work out a plan for one national asso- 
ciation, with fair representation for 
each type of bus operator that can suc- 
cessfully represent this great business? 
To accomplish this purpose the Na- 
tional Automobile Chamber of Com- 
merce again offers you its whole- 
hearted co-operation. 


Opportunity and Responsibility 
of the Railway Executive’ 
By G. E, Hamilton 


President Capita] Traction Company, Washington, D. C. 


The American Association Has Helped in Removing Difficul- 
ties in the Past—It Should Be of Even Greater Assistance to the 
Industry in the Future with Its New Organization Perfected 


G. E, HAMILTON 


industries has become one of the 
prime factors in the business and 
commercial life of our country. It en- 
ters into and carries forward urban 
and suburban growth and development. 
It promotes business and social inter- 
course, it populates towns and links 
city with city in the chain of commer- 
cial progress. It gives comfortable and 
convenient transportation to all. In it 
are invested billions of the people’s 
money. It constitutes, in the aggregate, 
one of the largest purchasing powers 
in the country. It is, in very truth, a 
vital artery in the body politic and busi- 
ness life of the nation, and for its 
preservation and future advancement 
in usefulness and service it requires, on 
the part of its executives and executive 
boards, wise, prudent and honest direc- 
tion within the law; on the part of the 
public a fuller understanding and 
closer co-operation, and on the part of 
the government, sound legislative poli- 
cies and regulation that is constructive 
and not destructive. 
This industry has grown to its pres- 
ent status of useful greatness by slow 


"Tine electric railway with its allied 
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degrees and through difficulties and 
dangers met and overcome. At one 
time consisting of unrelated units, small 
and experimental, scattered over the 
face of the country, unregulated and 
operated as private enterprises, lacking 
often in sufficient capital and inspiring 
popular prejudice rather than confi- 
dence and support, the industry, because 
of its own mistakes and faults, per- 
haps, because of popular distrust and 
of legislative disfavor, was confronted 
with difficulties and dangers that 
threatened to destroy it. 

At this crucial time, when the clouds 
were darkest and disaster seemed at 
hand, the American Electric Railway 
Association, with a vision broadened 
and made clear by its long, patient 
and comprehensive study of street rail- 
way management and __ relations, 
brought to the companies the counsel 
and confidence, the initiation and 
courage needed to meet and overcome 
the adverse conditions existing, to re- 
order their broken and faulty lines in 
policy and direction, and to lay the 
foundation of successful accomplish- 
ment. 

Widely separated entities were 
brought together for conformity in 
policies, for improvement in operation 
and for mutual aid and _ protection 
through organization. 

We have been taught the true mean- 
ing and purpose of a public service 
corporation; a fairer conception of our 
relations to employees; a fuller rec- 
ognition of the rights of the people; 
a realization that reasonable regula- 
tion, rightly applied, is strength to 
the industry. The benefits that have 
come to us through membership in the 
association, especially during the last 
10 or 15 years, cannot be fully meas- 
ured or overestimated. It may con- 
fidently be expected that this success 
will be even greater with Mr. Storrs 
as managing director. 

We have grown, and are growing, 
in the confidence of the people, of reg- 
ulatory boards and legislative bodies, 
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and this growth will continue and 
increase so long as we continue to 
recognize the rights of the people; to 
safeguard our stock and _ security 
holders, and to live within the law. 
Let us then, knowing our duty and 
seeing our opportunity, endeavor to 


meet the responsibilities that come to 
us; let us sustain and strengthen the 
guiding hand of the American Electric 
Railway Association, to the end that 
we may better serve the people and 
the interests that are committed to 
our keeping 


Both Buses and Cars 
Are Needed’ 


By Guy E. Tripp 


Chairman Westinghouse Electric & Manufacturing Company 


Maximum Transportation Efficiency Will Be Obtained by 
Co-ordinating the Two—Buses Should Provide Special Service 
at a Higher Fare—Trolleys Are Essential for Heavy Traffic 


HE kinds of service offered by 
buses and by trolley cars are quite 
different. Buses are especially 
adapted to de luxe service in cities and 
to serving suburban regions where it 
does not pay to install trolley systems. 
Their operating cost is relatively high. 
On the other hand, nothing has yet ap- 
peared which equals the trolley car for 
serving great numbers of people at a 
low cost. 

Local railway systems, or parts of 
systems, which furnish high-speed 
transportation by means of subways or 
elevated tracks hold, and probably will 
continue to hold, their places as natural 
monopolies. This is rapid transit of a 
character which is not open to compe- 
tition from any radically different form 
of transportation and whose financial 
difficulties are susceptible of cure by 
the simple means of raising the fare 
charged. If such lines are not per- 
mitted to charge a rate which will sup- 
port them, it is a form of confiscation, 
whatever may be their contractual obli- 
gations. No one else can operate them 
any better or cheaper than do the pres- 
ent owners, and if operation is under- 
taken by the people, the people must 
pay the deficit themselves. 

Nothing can be gained for anybody 
by seizure under the law, because any 
loss to present security holders is sure 
to be included in the higher cost of 
new money in the future. In other 
words, so long as the physical proper- 
ties exist and are a public necessity the 
public cannot escape from paying for 
the cost of construction and operation 
of them quite regardless of who owns 
certain pieces of paper. 

Therefore, while the rapid transit 
problem is serious, the proper solution 
of it is simple, viz., a rate of fare 
which is sufficient to preserve good 
service. Now I approach more difficult 
ground. Your industry is confronted 
with the serious competition of auto- 
mobile buses and that competition is 
of a character that cannot be met 
wholly by the simple remedy of raising 
fares. 

In some localities there is actually a 
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decrease in the number of car riders, 
and an increase in fare might in some 
cases accentuate this trouble. There- 
fore, this new problem of competition 
is in general a much wider one than the 
mere rate of fare. 

I have called it a new problem of 
competition, but I would not have you 
infer that it is an unprecedented one, 
or that it is the first occasion when a 
public service, enjoying a natural 
monopoly, has been confronted with a 
rival service having quite different 
characteristics. Some of these rivals 
have been successful and some have 
been written off the books. The elec- 
tric light and power industry threat- 
ened to drive the gas business into re- 
mote regions, but so far with a 
conspicuous lack of success. Another, 


. the very recent wireless communication 


business, has also been a remarkably 
successful enterprise, but has com- 
pletely failed to ruin the wire and cable 
lines. These successful ones, and in 
fact all successful ones, can only be 
successful in this day and generation 
if founded upon fair competition. 

You would have an easy and profit- 
able time with the automobile bus com- 
petition if it were unfair competition, 
because the law provides for treble 
damages in such cases. But is it un- 
fair competition? It is obvious that 
unfair competition cannot be defined 
by metes and bounds which can be ap- 


plied to all cases, but the principles 
have been laid down by Professor 
Stevens of Columbia University and 
the publication of his treatise while the 
Federal Trade Commission act was 
under discussion in Congress undoubt- 
edly had a profound influence upon the 
legislation. He lays down the follow- 
ing standard: 

_Fair competition in an economic sense 
signifies a competition of economic or pro- 
ductive efficiency. On economic grounds an 
organization is entitled to remain in busi- 
ness so long and only so long as its produc- 
tion and selling costs enable it to hold its 
own in a free and open market. : 
Unfortunately, competition is not always 
conducted under such conditions of equal 
opportunity in a free and open market. 
Productive and selling efficiency alone do 
not always permit an organization to sur- 
vive owing to the introduction of meth- 
ods and practice which destroy the freedom 
of the markét, which hamper the produc- 
tion or selling efficiency of other units and 
which prevent efficient potential rivals from 
becoming actual rivals. Such artificial re- 
strictions are clearly unfair, since they 
hinder or prevent other organizations from 
competing to the extent which their pro- 
ductive and selling efficiency may warrant. 
If there be a sound basis for competition it 
lies in the preservation of the economically 
efficient and_ the destruction of the ineffi- 
cient. It follows. that methods which de- 
stroy the efficient along with the inefficient 
are economically unjustifiable and must be 
regarded as unfair. ._. In many cases 
unfairness can not be determined except 
with reference to the consequence of a 
given act. The definition of unfair compe- 
tition therefore should be general in terms. 
Any act or method of competition which 
hampers, injures or destroys concerns 
which could compete on the basis of their 
productive and selling efficiency should be 
forbidden, as should also any method ex- 
cept productive and selling efficiency which 
prevents potential competitors from becom- 
ing actual competitors. 


Measured by these principles, it ap- 
pears probable that you are not being 
attacked by unfair competition; and if 
this be so, then you are reduced to the 
process of painstaking comparisons be- 
tween services rendered if you are to 
form judgment as to whether this new 
form of transportation will supplant 
or supplement the street railway or 
will itself pass into the shadows of 
unsuccessful business ventures. 

The buses claim, among other things, 
greater comfort, high speed and public 
preference for their vehicles. Comfort 
is becoming a greater and greater 
factor in our daily lives. Steam heat 
and electric lights are by no means in- 
dispensable, but comfort demands them 
as it does a thousand other things, and 
if the bus ministers to the public good 
cheer, its adoption will be limited only 
by other considerations which outweigh 
the comforts. 

What are some of the superior en- 
joyments offered by the auto bus? 
First comes the relief from the nervous 
strain of being compelled to board and 
alight from a vehicle standing in the 
middle of the street—a feat which only 
a very few years ago could be lightly 
attempted by any one in possession of 
his five senses, but which today in all 
our large cities has become an adven- 
ture to all those who have not become 
hardened to it by constant exposure. 
Add to this the disagreeable navigation 
of the space between the sidewalk and 
the track in bad weather, and you 
must conclude that it is more comfort- 
able to have your automobile bus drive 
up to the curb and invite you to step 
daintily aboard. 

Second, comes the enjoyment of roll- 
ing noiselessly along upon pneumatic 
rubber tires with an occasional toot of 
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he horn, as compared with the roar of 
metal against metal and the frequent 
langing of the gong. 

Third, comes the comfortable assur- 
ance that you will get a seat because, 
when the seats are full, no more pas- 
sengers are taken on. Of course, you 
must wait for another bus, but you 
wait in comparative ease on the side- 
walk, which is quite different from 
frequent round trips to the middle of 
the street in order to ascertain that 
here is no standing room in a car. 

Yes, there is no denying these com- 
forts, but one can get them all by being 
wheeled to and from his business in a 
boardwalk chair, and that introduces 
the other luxury which the public 
wants to a degree that ought to cause 
our ancestors to turn over in their 
sraves. Speed is what we all want. 
This is the “step on the gas” era. 

But the bus also claims speed, and 
[ am bound to say that on well-paved 
sity streets I see no reason to dispute 
the claim. The car is confined to its 
track, and when blocked not only must 
stay where it is but it also stops every 
car behind it, while the bus can mean- 
der around the scenery, making head- 
way all the time. It is obviously more 
flexible in its operations, and it has 
been my observation that the gasoline 
motor is a sufficiently speedy contri- 
vance in itself. 

Now about the matter of public pref- 
erence for the vehicles themselves 
from the standpoint of design. I am 
not so sure about that. Some of the 
buses are very beautiful, but a street car 
could also be made just as beautiful. 
You cannot tell about a public prefer- 
ence which is based simply upon style. 
It may be only a caprice, and we 
human beings are surprisingly fertile 
in carrice. 

Be that as it may, I have granted 
about all the claims of the automobile 
bus, and if the case be closed at this 
point, we might look forward to a 
time when the street railway company 
would wrap its track and equipment in 
its franchise and put the package 
away in the garret among the spinning 
wheels and hair trunks. 

However, the uncontested affirmative 
side of a case does not always present 
the true picture. This emboldens me 
to ask the bus a question and request 
a categorical answer. 

“You can doubtless serve some of 
the people all of the time, and all of 
the people in some places, but can you 
serve all the people all the time in all 
places?” 

The answer must be “No,” and that 
opens the way for classification, segre- 
gation and other forms of dissection, 
and the important thing to bear in 
mind is that the thing to be classified 
1S mass transportation—daily and reg- 
ular moving of the masses of the people 
from one or more points to one or more 
other points. Private automobiles and 
taxis are not included, they are on the 
Same relative plane as the officers’ 
mess in the army, an organization of 
almost private household simplicity, 
while mass transportation may be com- 
pared to the quartermaster’s vast or- 
ganization, with rigid discipline con- 
trolled by inexorable rules and regula- 
tions, all of which are necessary if a 
great army is to be fed at all. 


Broadly speaking, the bus gives 
either a special or a de luxe service 
which ‘will cost more to operate than 
the street car and must, therefore, in 
the long run, charge a higher fare. 
There will be no difficulty in securing 
a widespread belief in this statement 
in view of the astounding fact that 
every seventh person in the United 
States owns an automobile. Neverthe- 
less, there will be a demand for this 
service because the increasing average 
incomes of the people permit more and 
more luxuries, and perhaps the princi- 
pal limitations to the growth of this 
particular service will be the fixed ca- 
pacity of the streets and lack of capac- 
ity of the bus to handle “rush-hour 
traffic.” 

But when the bus has completely 
occupied its field, there will still remain 
millions of people to whom a low rate 
of fare is a necessity, millions who 
must be served at those most important 
hours of the day—the rush hours—and 
nothing has yet appeared to perform 
this service except the electric car. 

Therefore, it seems clear that the 
people will demand or need both classes 
of service. There is nothing unique in 
that. You may today go to New York 
in a perfectly comfortable day coach, 
or by paying more you may ride in a 
parlor car with the luxury of a Nabob. 

Such differentiations are easily dealt 
with when the whole service is rendered 
by one company, and that is the solu- 


tion of the traction difficulty which I 
have been discussing. The whole trans- 
portation service in a locality should 
be centered in one organization, which 
can increase or diminish each class of 
service according to necessity, and 
should one class temporarily run into 
the red ink of adversity, its more pros- 
perous partner may be able to support 
it through to better days. 

Hereafter it should be the estab- 
lished policy of our cities and towns 
that no bus franchise will be granted 
to any one unless it is an integral part 
of a comprehensive plan for rendering 
a complete transportation service to 
the people, and that can only be suc- 
cessfully done by one transportation 
company. 

When that policy shall have been 
adopted by the municipalities and when 
all the street railway companies 
recognize, as many of them now do, 
that the problem of furnishing mass 
transportation to the public is one 
which it is their duty to solve by the 
use of any method which the progress 
of the times and development of the 
art may demand, then there will be 
inaugurated a new era in urban trans- 
portation, which will make it a 
profitable business, but, aside from 
that, beyond the mere profits in dollars 
and cents there will be the satisfaction 
to you of being engaged in a work 
which is vital to the civic development 
of the future. 


Transportation Men Should Run 


Transportation Systems 
By Matthew C. Brush 


President American International Corporation 


The Same Fighting Spirit and Determination to Succeed 
that Are Used to Combat Storms and Mishaps Should Be 


Directed to Securing a Square 
REALLY am on the outside looking 
in at your wonderful industry, your 
marvelous accomplishments, the tre- 

mendous value of your business to the 
country and your earnestness of pur- 
pose. I cannot help but feel that you 
yourself at times do not fully capitalize 
your position. Your industry is only 
87 years old, a mere child. I don’t 
admit yet that I am old, and I remem- 
ber very well indeed in 1889 on Fourth 
Avenue in Minneapolis when the first 
electric railway was constructed. I 
was a kid, but you must realize that 
this industry has been completely built 
up within that period. There are many 
men in this room tonight who have 
been actively engaged in its creation 
from the day of its birth. 

You went through-the toughest, most 
discouraging, crude, vicious, trying and 
heart-breaking experiences of any great 
industry. Times that tried men’s souls. 
You fought, worked, wept, laughed, 
pulled, pushed, argued and explained, 
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and did all of those things that appar- 
ently are so necessary to accomplish 
anything that is worth while. 

In your pioneering engineering 
period you showed a marvelous deter- 
mination to win against terrific odds— 
some physical, some financial and some 
political. You thereby necessarily de- 
veloped a class of help—men who did 
things, men who became rugged, men- 
tally and physically, men who are fear- 
less because they are honest and who 
are working in a high and worthy 
cause to produce beneficial results for 
mankind, men who know their business 
and should be justifiably proud of their 
accomplishments. 

Your industry has very properly been 
lifted out of the position of a football 
for politics. There were times not long 
ago when most public utilities were the 
victims of political expediency and 
those concerned in their operation and 
service suffered accordingly. The situ- 
ation has shown substantial improve- 
anent in this regard, but there is still 
much to be done. 

Now the message I want to leave 
with you is this: Stand up on your 
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hind legs and throw your chest out 
and realize and capitalize and carry 
into your every effort the heritage that 
is yours by being the creators of the 
electric railway industry of this coun- 
try. You have had so many wallops, 
many of you, that you are inclined to 
duck when some uninformed or un- 
kindly individual or group takes a 
crack at you. Don’t do it. Your whole 
endeavor is honorably and efficiently 
to discharge your multitude of respon- 
sibilities, and when you are sure you 
are right stand up and don’t be afraid 
to assert the justice and the merit of 
your position. You not only have the 
right but the duty to carry your re- 
sponsibilities with your head up. 

You are the trustees for the employ- 
ment of more than 300,000 men, receiv- 
ing approximately $500,000,000 yearly. 
You are the custodian for practically 
$6,000,000,000 worth of the people’s 
money. A million and a half people 
have $6,000,000,000 in your business! 

And you also are equally the con- 
sumer of approximately $150,000,000 
worth of manufactured material, and 
in that respect you are responsible for 
the employment of those additional 
men. You called upon the investors 
last year for about $300,000,000 for ad- 
ditions, betterments and improvements. 
You carried approximately 16,000,000,- 
000 people. Now, therefore, you have 
an army of millions of citizens rep- 
resented by investors, employees, direct 
and indirect, by passengers, property 
owners, and so forth, all of whom are 
entitled to a square deal not only at 
your hands but at the hands of those 
who make the laws and regulations 
governing your work. 

You are directing an essential indus- 
try, a public utility that is strictly 
dependent for its necessary authority 
to live upon legislative authority, sub- 
ject to millions of laws, regulations and 
restrictions, by billions of men, munici- 
pal, state and federal, elected and ap- 
pointed. You are subject to the strict- 
est subserviency of legislative and con- 
gressional action, and the advocacy of 
fair, intelligent, constructive regulatory 
action cannot be too strongly empha- 
sized. Our form of government, how- 
ever, is a representative government, 
those holding governmental power be- 
ing selected by those governed, and 
16,000,000,000 people last year rode on 
our cars, and they are part of the peo- 
ple that are being governed, and 300,- 
000 men worked for you, and they are 
part of the people that are being gov- 
erned. 

With such a large percentage of 
those being governed vitally concerned 
in just and fair treatment of your in- 
dustry, are you not negligent and be- 
trayers of your trusteeship if you fail 
properly, legitimately, intelligently, 
forcefully to make every effort to se- 
lect for high places those who by train- 
ing and ability are qualified to pass 
upon the problems with which you are 
constantly confronted and then keep 
them thoroughly and constantly in- 
formed? This tremendous power 
should function through some well- 
organized, highly efficient, intelligent, 
simple organization whereby each of 
your companies can benefit by the ex- 
perience of all the rest. I confirm the 
previous speakers in saying that I know 
of no man.in your industry better quali- 


fied to carry out the spirit of what 
he is undertaking than our good friend 
“Lu” Storrs. ; 
There are men in this room who 
were in the horse car business, and 
when the electric car came along they 
became electric railway men. Prac- 
tically every electric railway man in 
the beginning of your industry, in 
1888, ’89 and ’90, was previously a 
horse car man. As time went on, the 
necessity of transportation in your 
communities developed subways and 
elevated lines, and the same men who 
had been in surface car work became 
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subway and elevated men. No one 
could possibly have anticipated in the 
early days of the street car the develop- 
ment that has occurred in subway and 
elevated transportation in the last 5 
or 10 or 15 years. 

Now I would like to have you all 
change your name. I don’t like to hear 
you called street railway men or elec- 
tric railway men. I like to hear you 
called transportation men. You have 
been trained in it, practically all of us 
here have been in the transportation 
business directly or indirectly since we 
were pretty young boys. It is perfectly 
ridiculous, it is criminal to you, to your 
heritage and to the community, for 
men who have had such training as 
you have had in the handling of men in 
the transportation business, in the han- 
dling of the public, in dealing with com- 
missions, in dealing with the finances 
of a transportation proposition, to step 
aside and be superseded by 100 per cent 
novices, because the particular thing 
which they run happens to be run. by 
a gallon of gas instead of a few kilo- 
watts. 

If there is to be in the community 
in which you now operate electric rail- 
ways, under the ground, on the ground, 
or overhead, any means of transporta- 
tion which the community justly de- 
mands and requires, then you are the 
men to run it and not some taxicab 
driver. 

I don’t think you have any right— 
and I say you because you are a part 
of the body of citizens who select the 
men who make the laws and regula- 
tions under which you work—you 
haven’t any right to take my invest- 
ment as a stockholder in an industry 
that I have made sincerely and that has 
been put into a steel rail or into a car, 
under the supervision of a publicly ap- 
pointed body, a commission, at a price 
specified by the commission, and tell 
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me that because the community de- 
mands a wheelbarrow or an airplane 
I am to lose my money and go out of 
business and Heinie Kabibble or John 
Jones is to come in with his vehicle 
and take my business. I have never 
found in my experience a commissioner, 
a superintendent of streets, a Congress- 
man or any publicity appointed or elect- 
ed man who could stand up and face 
a genuine, honest-to-God meritorious 
truth if you will pass it to him, but 
if you don’t pass it to him, you have 
no kick coming as to what they do to 
your property. 

And I have always found in my lim- 
ited experience that I never got any- 
where with a commission or with a 
legislator or with anybody before whom 
I appeared who had the power of regu- 
lation of the situation with which I was 
responsible for unless I kept my 52 
cards face up on the table and fought 
like hell to get a square deal. 

There is no reason on earth that you 
shouldn’t do it. You are entitled to it, 
and it is yours. If by some super- 
human means you could put in it your 
determination to use all the power you 
have, legitimate power, to secure, first, 
in offices elective and appointed, the 
type of man that sits over in the White 
House, and, secondly, would then fight 
for the square deal to which you are 
entitled for your investor, who is your 
neighbor, and for your employee, who 
is dependent upon you for his liveli- 
hood, and for your passenger, who is 
entitled to decent and good transporta- 
tion, with the spirit that most men in 
this room have fought a snowstorm or 
wreck, you would raise the percentage 
of successful companies in this country 
50 per cent inside of a month. 

There isn’t a man here who has been 
in the electric railway game-who hasn’t 
crawled under a motor, crawled under 
a car, put a car back on the rails, who 
hasn’t fought a strike, who hasn’t car- 
ried a gun, who hasn’t sat up 36 hours 
fighting a snowstorm, who hasn’t been 
through the hell that goes with this 
industry. Fortunately you have a 
breed of pups in the industry that 
fight for something else besides money 
or you wouldn’t have them, but that 
tremendous determination to succeed, 
that pride of accomplishment which 
makes you run the street railways and’ 
carry 16,000,000,000 people in this coun- 
try is the type of guts that I want you, 
to put into your scrap to get a square) 
deal, to see that you get a square dealf 
from those that tell you what you haves 
got to do. 


your chest. If you are crooks you don’ 
belong in the business, and if you are 
on the, square you are entitled to a 4 
square deal. And I will give you myf, 
word from my own personal experience 
you will get it, but you will never ge 
it if you duck every time somebody, 
takes a crack at you. If you are right 
fight your heads off for it; you ar” 
entitled to it, you can get it, and wit] 
a close, viciously well-knit together 
clean, magnificent team, headed by ¢ 
corking, thoroughly well-informed 
courageous, honest, fearless captaii 
there is no reason why every singll! 

electric railway in the United State . 
shouldn’t be on the basis of a govern} 
ment bond investment. 


{ 
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Many Committees Meet at Washington 


American, Engineering, Claims and T. & T. Executive Committees Head List of 
18 Sessions Held in Connection with Midyear Meeting— 
Much Important Business Transacted 


HE Midyear Meeting at Wash- 

ington was the occasion for ses- 

sions of many of the American 
Association committees and_ several 
from the affiliated associations. In all 
some 18 meetings were held, including 
the executive committees of the Amer- 
ican, Engineering, Claims and Trans- 
portation & Traffic Associations. The 
new management and operation com- 
mittee, combining the work of last 
year’s city operation and interurban 
operation committees, held its first 
meeting. Detailed reports of many of 
the sessions are given below. 


American Executive Committee 


REGULAR meeting of the execu- 


tive committee of the American As- 
sociation was held at the Chamber of 
Commerce Building, Washington, on 
Feb. 16. Members present were Presi- 
dent J. N. Shannahan, chairman; J. W. 
Welsh, executive secretary; F. R. 
Coates, L. S. Storrs, W. H. Sawyer, 
mio Briggs, I. (©. (Cherry;. l.- A: 
Palmer, J. H. Hanna, E. F. Wickwire, 
C. S. Hawley, Harry Reid, C. E. Mor- 
gan, E. P. Waller, B. A. Hegeman, 
Jr., C. D. Emmons, C. L. Henry and 
3 C. Faber representing Barron Col- 
ier. 

F. R. Coates, chairman of the policy 
committee, recommended that the asso- 
ciation co-operate with various utility 
associations through the committee on 
education in the preparation of instruc- 
tional matter regarding the utility 
industry. 

It was recommended that Secretary 
Welsh write a letter to each manufac- 
turer member calling attention to the 
basis on which dues are assessed, since 
some members are not entirely clear 
on the subject. The recommendation 
was approved. 

For the national relations committee 
Harry Reid called attention to a meet- 
ing to be held the same afternoon at 
which the question of regulation of 
buses in interstate service was to be 
discussed. The committee hopes to co- 
operate with the steam railroads and 
the motor vehicle industry in studying 
the subject for the purpose of bringing 
the regulation of buses under the Inter- 
state Commerce Commission. 

Mr. Emmons, for the publication 
committee, gave a résumé of the status 
of Aera. The magazine is making 
satisfactory progress. A ballot was 
aaken among member companies as to 
the size of page desired. Out of 147 
‘replies only 58 desired a change, so 
t was voted to retain the present 
mage size. F 

Myles Lambert suggested that the 
jublication committee give some atten- 
ion to the preparation of articles of a 


popular type such as would appeal to 
non-technical readers. 

' For the committee on company and 
associate membership Mr. Palmer re- 
ported that four manufacturers had ap- 
plied for membership, the Fisk Tire 
Company, Chicopee Falls, Mass.; the 
United States Tire Company, New 
York City; the Lee Tire & Rubber 
Company of New York, New York 
City; the Pressed Steel Car Company, 
Pittsburgh, Pa. The applications were 
approved. 

The individual membership has in- 
creased 11, according to Chairman 
Morgan, being 831 at the present time. 
His committee proposed that member- 
ship cards be issued to individual mem- 
bers. This was approved. 


Motor Bus Pouticy DIscUSSED 


A statement of the policy of the as- 
sociation with regard to motor buses, 
which was worked out in conjunction 
with the motor vehicle industry, was 
read by Mr. Storrs. This was a corol- 
lary to a similar statement of policy 
of the automotive industry with respect 
to the bus, in which the association 
concurred in every respect. The resolu- 
tions adopted by the American Associa- 
tion are published in full elsewhere in 
this issue. 

Considerable discussion followed the 
presentation of Mr. Storrs’ report. It 
was felt that the resolutions provide 
that the industry should be protected 
against unfair competition, and the as- 
sociation is taking a real step forward. 
The resolutions represent the best 
thought of leading electric railway and 
bus men. Following the discussion the 
code of principles was adopted as read. 


NEWLY FormeEpD ADVISORY COUNCIL 
APPOINTS MANAGING DIRECTOR 


President Shannahan announced that 
the advisory council appointed at the 
last meeting of the executive commit- 
tee met on Feb. 3. B. C. Cobb, chair- 
man of the advisory council, reported 
that at that meeting arrangements had 
been made for the appointment of a 
managing director of the American 
Electric Railway Association. In view 
of the serious problems that confront 
the railway industry, the advisory 
council, representing in the main the 
owners, had given the matter much 
thought, and had decided that the work 
of the association could be furthered 
very much by this move. Mr. Cobb 
announced that Lucius S. Storrs, presi- 
dent of the Connecticut Company, had 
been selected*for the position of man- 
aging director. Inasmuch as he will 
need the strongest financial support 
that can be given, members of the 
advisory council had signed an agree- 
ment to underwrite the cost of the new 


office. This cost, he Said, eventually 
should be distributed over the entire 
industry, but the underwriting of the 
movement guaranteed that it could be 
carried forward. By taking this step, 
the advisory council feels that the 
transportation industry can be put 
where it belongs in the affairs of the 
nation. 

President Shannahan said that it 
would be necessary to get the associa- 
tion to adopt changes in the constitu- 
tion. As such changes require a pub- 
lication of 30 days in advance of action, 
it was considered necessary to handle 
the situation temporarily through the 
executive committee and later put the 
entire matter before the membership 
with a vote to be taken at the October 
convention. The annual surplus exist- 
ing in the association’s finances for the 
last few years has been taken up by 
the absorption of the publicity work 
formerly carried on under the direc- 
tion of the Committee of 100, and by 
the growth in the association work, 


one indication being the change to 
larger quarters for the New York 
offices. The new movement will have 


to be an entirely separate proposition. 
He felt that each electric railway, large 
or small, will be so benefited that it 
should be glad to contribute a propor- 
tional amount of the expense. 

In the advisory council, said Mr. 
Shannahan, are men who have not been 
actively associated with the American 
Electric Railway Association, but they 
have come out strongly in favor of the 
movement. Owen D. Young, for in- 
stance, said that there is hard work 
ahead, and unless everybody stands 
back of it the movement will not be 
effective. 

Mr. Sawyer moved that in accord- 
ance with the recommendations of the 
advisory council, and until suitable 
changes can be made in the constitu- 
tion of the association, the position of 
managing director be created. The 
motion was adopted unanimously. 


Mr. Storrs ELECTED 


Upon motion of Mr. Morgan, Mr. 
Storrs was elected to the position by 
a rising vote of the association. 

Mr. Sawyer congratulated the execu- 
tive committee on taking this step and 
Mr. Shannahan for initiating and car- 
rying the movement to a_ successful 
conclusion, stating that it is the most 
outstanding progressive and construc- 
tive work that the association has done. 

Mr. Storrs replied briefly, expressing 
his thanks and stating that it would be 
necessary for him to get the duties of 
the new office outlined before it would 
be possible to make any definite state- 
ment of the policy to be adopted. 

Mr. Cobb stated that he expects the 
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manufacturers to do some of the under- 
writing of this new move. Several of 
the leading manufacturers have already 
agreed to make substantial contribu- 
tions, and it is known that others will 
follow. 


ATLANTIC City AGAIN CHOSEN 
FOR CONVENTION 


Mr. Sawyer, chairman of the com- 
mittee on convention location, requested 
Mr. Morgan, chairman of the sub- 
committee, to present his report. Mr. 
Morgan stated that after investigating 
several cities which had been proposed 
for the next convention, Atlantic City 
had been agreed upon by the committee. 
The terms will be practically the same 
as those of last year, except that addi- 
tional facilities will be provided to 
make possible the exhibit of electric 
railway cars on the pier, or adjacent 
thereto. Mr. Sawyer moved that an 
exhibit be held in connection with the 
convention and that Atlantic City be 
ehosen as the location of the meeting 
and that it be held the week beginning 
Oct. 5. The motion was adopted. 

Mr. Hanna extended the greetings of 
the city of Washington to the associa- 
tion on the event of the Midyear 
Meeting. 

As chairman of the special committee 
on referendum 44 of the United States 
Chamber of Commerce, Mr. Hanna 
made a report covering postal rates, 
postal salaries, and the possibility of 
providing an emergency fund for the 
Postmaster-General. 

President Shannahan read a letter 
from the Electric Truck Transporta- 
tion Corporation dealing with the mat- 
ter of store-door delivery in connection 
with electric railway service. Mr. Reid 
stated that the same matter had been 
brought to the attention of the Central 
Electric Railway Association. Mr. 
Morgan said that it also had been taken 
up with the New York State Electric 
Railway Association. After some dis- 
cussion, Mr. Reid moved that the Trans- 
portation & Traffic Association be 
authorized to make a study of the sub- 
ject. The motion was carried. 

Secretary Welsh stated that the De- 
partment of Commerce wants figures of 
monthly traffic of electric railways in 
connection with its survey of current 
business. This was desired in the form 
of an index figure of all companies that 
can be included in such a survey. On 
motion of Mr. Lambert, it was decided 
to instruct Mr. Welsh to prepare such 
information as was needed for the De- 
partment of Commerce. 

Mr. Henry made a report on the 
action of the Interstate Commerce Com- 
mission in the Lackawanna case, in 
which section 15A of the interstate 
commerce act was involved. Under 
the decision this company was brought 
under the clause. He suggested that 
all electric railways study the decision. 

President Shannahan announced the 
membership of the exhibit committee, 
with C. E. Morgan as chairman, and 
the entertainment committee, with S. J. 
Cotsworth as chairman. The complete 
personnel of these committees will be 
announced later. 

It was decided to hold the next meet- 
ing in New York City on April 3, be- 
ginning at 10 a.m. 


Special Taxes 


MEETING of the committee on 

special taxes of the American Asso- 
ciation was held at Washington, D. C., 
on Feb. 16. W. H. Maltbie of Balti- 
more acted as chairman. Others in 
attendance were: A. C. Watt, A. G. 
Neil, A. W. Flor and F. W. Doolittle 
representing Edwin Gruhl. Mr. Maltbie 
reviewed the previous work of the 
committee, after which methods were 
considered of bringing the electric 
railway tax situation to the attention 
of the industry as a whole and the 
public at large. 


Location of Next Convention 


HE committee on place and date of 

the next convention met in Wash- 
ington on Feb. 16 and decided to recom- 
mend to the executive committee that 
the annual convention be held in Atlan- 
tic City during the week of Oct. 5. The 
committee had canvassed the situation 
in several other cities and concluded 
that the greatly increased facilities 
which will be provided for exhibiting 
electric railway cars this year at 
Atlantic City.made it practicable and 
desirable to hold the convention there 
again. The details as to these added 
facilities will be announced later but 
they have been definitely provided for, 
and the committee therefore urged 
that railway companies and car 
builders lay plans for an extensive 
railway car exhibit in October. 


Co-operation with Manufacturers 


MEETING of the American Asso- 

ciation committee on co-operation 
with manufacturers was held in Wash- 
ington on Feb. 16. The members pres- 
ent were E. F. Wickwire, chairman; 
G. A. Barnes, C. L. Hancock for W. D. 
Blatz, W. H. Boyce, David Cameron, 
E. C. Faber, E. E. Kretschner, H. H. 
Lloyd, Herbert Metz, J. C. McQuiston, 
George R. Rowland, C. N. Uhl, and 
C. L. Van Auken. 

It was suggested by Mr. Lloyd that 
the committee on purchases and stores 
be enlarged to admit purchasing agents 
of manufacturer members. This sug- 
gestion was made because of the similar 
character of problems of purchasing 
of railway companies and manufac- 
turing companies. It was thought that 
this would also make possible closer 
co-operation with the publicity work of 
th's committee. 

There was some. discussion of 
changes in the form of stickers used 
for shipments made by manufacturer 
members. These stickers recently have 
been supplied in quantity to manufac- 
turers by the publicity committee. An- 
other subject along the same line was 
the discussion of signs to be placed on 
carload shipments. 

Another suggestion was that stuffers 
be prepared for packages going into 
the home from manufacturers. This 
would include such merchandise as elec- 
trical goods and similar equipment 
manufactured for household use. 

A suggestion was made which it was 
considered would be of considerable 
benefit. This was that letters be writ- 
ten by manufacturer members to real- 
tors, merchants and others in their 


cities calling attention to their depend- 
ence for prosperity on the type of 
transit available and the prosperity of 
the electric railway industry. The abso- 
lute necessity of protecting the electric 
railway companies so that they would 
be able to give the necessary type of 
service should also be pointed out. 


National Relations 


HE committee on national relations 

of the American Association met in 
its office in the Munsey Building in 
Washington, Feb. 16. Chairman Harry 
Reid presided. Members present were: 
H. G. Bradlee, C. D. Cass, F. C. Hamil- 
ton, C. L. Henry, W. V. Hill representing 
Frank Karr and H. A. Mitchell, D. W. 
Snyder, Jr., and A. F. Van Deinse. 

Some discussion of the various 
amendments to the Federal law relat- 
ing to the inspection of steam locomo- 
tive boilers led to the appointment of 
a sub-committee to handle the interests 
of electric railways in taking up this 
subject with the Interstate Commerce 
Commission. : 

It also was decided to send a copy of 
the examiners’ report in the Lacka- 
wanna case before the I.C.C. under 
Section 15-A of the transportation act 
to each member for his information and 
study. 


Selling Transportation 


T A meeting in Washington on 
Feb. 16 the committee decided to 
draw up no conclusions, but to have 
the members in the near future submit 
in writing their individual views as to 
the more practical steps that can be 
taken to make railway service more 
attractive to the public. The committee 
is hopeful that from these reports 
enough material can be taken to com- 
pile a pamphlet which can be placed in 
the hands of all engaged in the con- 
duct of electric railway operations. 
Bankers are requiring evidence from 
railways of merchandising enterprise 
just as they require it from their bor- 
rowers engaged in mercantile pursuits, 
it was said. They are not going to be 
impressed with efforts that get ‘no 
further than signs on the exterior of 
cars or such publicity as can be secured 
gratis in local newspapers. Signs on 
the outside of cars are all right as one 
means of getting business, but they 
should not be on rough-looking boards. 
General appearances should be kept up 
to the highest point possible even where 
atrocious looking fenders are required. 


ATTRACTIVE VEHICLES ATTRACT 
PATRONS 


Varnish and the upholstery play no 
small part in attractive business to the 
bus. Gars should be kept well painted. 
It was suggested that the color might 
be changed each time the exterior is 
repainted. 
more ornate. More stress should be 
placed on cleanliness. Noise should be 
reduced. Manufacturers of cars should 
be encouraged to do more research in 


the effort to produce a vehicle as nearly — 


noiseless as possible. 


The 1910 street car is no more at-— 
tractive than is the 1910 automoliia 
Records show that new equipment in-~ 


creases receipts. While all cars cannot 


Interiors should be made — | 
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be of the 1925 model, 1925 service ideals 
can be applied generally. 

The privately owned automobile is 
the principal competitor of the elec- 
tric railway. Means must be devised 
to prevent further losses of traffic to 
the private automobile and to get 
back as much as possible of that al- 
ready lost. Some of the larger proper- 
ties may believe that congestion is 
solving this problem, but means are 
being found to relieve congestion and 
progress in that direction may be ex- 
pected to become more marked. Con- 
venient routing, greater frequency of 
service, greater average speed, plus the 
great advantage of lower cost, all will 
tend to accomplish this end. The bus 
can be used to great advantage in at- 
taining these objectives. That vehicle 
should not be regarded as a feeder 
only. It offers an opportunity to fur- 
nish a different class of service, supple- 
menting that furnished on the rails. It 
offers new possibilities in de luxe and 
express services. The bus is a new 
baby in the transportation family. It 
is just as sure to stay in the family as 
is the human infant. 

The public is getting the idea that 
the electric railway is doomed. This is 
making financing more difficult. The 
fallacy of this conclusion should be 
offset by educational efforts. Electric 
railways now must go out after busi- 
ness, and this is calling for greater 
managerial ability as well as for spe- 
cialists in merchandising. Higher sal- 
aries must be paid so as to attract the 
best executive talent. 

The committee decided not to devote 
time at the meeting to the discussion 
of freight and express services as these 
subjects were dealt with quite fully 
last year. 

In the absence of Chairman Wood, 
G. H. Clifford of Fort Worth presided. 
Other members in attendance were: 
J. A. Dewhurst, C. A. Graves, H. 
Etheridge, J. P. Griffin, C. D. Smith, 
E. S. Wilde and W. H. Boyce. 


Company Membership 


HE committee on company and as- 

sociate membership met in Wash- 
ington on Feb. 16 with chairman L. H. 
Palmer presiding. Other members pres- 
ent were: F. G. Buffe, J. H. McClure, 
W. J. Harvie, F.C. J. Dell, W. K- 
Archbold, J. W. Hancock, J. Drew 
and Harry L. Brown. me list of 
non-member railways was gone over. 
Each one considered a prospect was 
assigned to a member of the committee 
for attention. 


Insurance 


HE committee on insurance of the 

American Association developed its 
program for the year at a meeting at 
Washington on Feb. 16. Paul Wi'!son 
of Cleveland, chairman of the commit- 
tee, presided. Members in attendance 
were O. H. Bernd, C. H. Bourne, F. J. 
Petura and B. L. Tomes. 

It was decided to have two sub-com- 
mittees. The first, under the chair- 
manship of Mr. Daniels, will consider 
the general subject of fire insurance, 
l.e., what the principal hazards are on 
slectric railway properties, the princi- 


,on at association headquarters. 


pal available precautions in connection 
with them and the effect of “good 
housekeeping” in connection with elec- 
tric railway risks. 

The second sub-committee, under the 
chairmanship of Mr. Bernd, will study 
the present status of the industry as 
regards fire insurance, and will collect 
data in regard to losses and what is 
actually being done to prevent fires. 
These committees will report before the 
next general meeting of the committee, 
to be held probably in June. 


Management and Operation 


HE first meeting of the newly 

organized committee on manage- 
ment and operation of the American 
Electric Railway Association was held 
at Washington on Feb. 16. Those 
present were F. R. Coates, chairman; 
R. F. Carbutt, vice-chairman; G. 
Hecker, secretary; E. S. Wilde, age 
Mitchell, C. D. Porter, R. W. Emerson, 
G. W. Welsh, and D. i. Blair, regional 
directors; C. "A. Graves, A. J. Stratton, 
Di Ji Locke, H. B. Potter, G. M. Alex- 
ander, B. C. Edgar, J. P. Ingle, J. B. 
Stewart, Jr., R. J. Lockwood, J. M. 
Bosenbury representing D. W. Snyder, 
Jr., D. L. Fennell, J. P. Griffin and 
W. V. Hill, members; J. N. Shanna- 
han, L. 8. Storrs, C. D. Emmons, J. W. 
Welsh, J. W. Colton and Morris Buck, 
guests. 

After the meeting was called to order 
by Chairman Coates, he presented Mr. 
Storrs, the new managing director of 
the association. Mr. Storrs addressed 
the meeting briefly, stating that he 
could not think of anything that can 
be more constructive from the man- 
agerial side—which means also the 
ownership side—than the work of this 
committee, with the opportunity it 
gives for the exchange of ideas. 

Executive Secretary Welsh explained 
how the work of this committee can 
be tied in with the work being pee 

ie 
Hill felt that personal contact between 
members of the committee and the 
properties they visit is necessary to 
get results that will be beneficial. 


PRESIDENT SHANNAHAN TELLS 
COMMITTEE OF ITs OPPORTUNITY 


Addressing the committee briefly, 
President Shannahan said that scarcely 
any of the other committees of the 
association have the opportunity for 
effective work that this one has. Orig- 
inally, he was skeptical of what could 
be accomplished, but a year’s contact 
has shown him the value of the work 
that has been done and can be done. 
The greatest benefit, he believes, ac- 
crues to the men who make the visits 
to the properties. For the association 
these men act as liaison officers and 
provide a means for getting more 
active support of the association. The 
benefit, he said, far outweighs the cost 
in effort and money. 

Mr. Emmons said that he wanted 
members on the committee to take back 
the message to the presidents of their 
companies that he is sold on the value 
of the work. Any possib’e resentment 
from managements who might feel that 
the visits of committeemen are an un- 
warranted interference should be al- 
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layed by the character of the members 
and the message they carry to the 
properties. 

Chairman Coates said that when he 
agreed to accept the position on the 
committee he had done it with a reser- 
vation that a vice-chairman be selected 
who would be able to carry on the 
work in the same manner as he would 
do it. He said that the vice-chairman 
was fully as capable of doing the work 
as he was, and having had the experi- 
ence of last year was probably better 
qualified than himself. 


PLAN OF ORGANIZATION AND 
PROCEDURE PRESENTED 


Mr. Carbutt then took the chair. He 
presented for the consideration of the 
committee a tentative plan of organiza- 
ticn and procedure, which has been pre- 
pared by an advisory board. This board, 
consisting of Messrs. Carbutt, Blair, 
Boyce, Emerson, Riddle, G. W. Welsh 
and Wilde, had held a meeting with the 
regional directors on Jan. 30, and had 
given its approval of the organiza- 
tion plan. Mr. Carbutt outlined the 
contents of the plan and then placed it 
before the members for open discussion. 

Mr. Fennell raised the question of 
the overlapping of work of this and 
other committees, stating that the ques- 
tion had come up at the meeting of 
another committee the same morning. 
Mr. Carbutt explained that there was 
no overlapping and that the functions 
of this committee were entirely separate 
from those of committees which were 
making separate investigations, cither 
by questionnaires or by personal con- 
tact. 

G. W. Welsh stated that in preparing 
the handbook there will necessarily be 
some duplication, but any other com- 
mittee can go out and get the nforma- 
tion. The most important change in 
the organization of the work for this 
year is the appointment of regional 
directors, formerly known as regional 
vice-chairmen. Last year these men 
had to do all of the work of visiting 
properties, while this year the plan is 
to have all of the members active and 
to have them divide the work of mak- 
ing the visits to properties. He feels 
that it is impossible to get much infor- 
mation of value by correspondence, so 
that the personal visits aresof greatest 
importance, 

Mr. Mitchell felt that members of 
the committee should be informed as 
to whether companies listed for visits 
are members of the association or not. 
It was suggested that on page 5 of the 
“Plan of Organization of Procedure,” 
par. F (a) should be modified to read: 
“Co-ordination of electric railway and 
motor bus and truck service for all 
transportation requirements.” Mr. 
Stewart moved the adoption of the re- 
port. This was seconded and carried. 

Mr. Emerson said that no arrange- 
ment has yet been made for dissemina- 
tion of the information that is being 
collected by. the committee. Mr. Car- 
butt explained that arrangements have 
been made for editing the material et 
headquarters. The method of publica- 
tion will be determined later, depending 
on the amount of material and the time 
at which it is received. It was pointed 
out that in obtaining information from 
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companies, one important idea was to 
get a list of available men for a per- 
sonnel file of individuals available for 
committee appointments. 

It was suggested that meetings of 
the advisory board be planned for April 
25 and July 15. Mr. Emerson suggested 
that a deadline be established at April 
15, when the portion of the reports 
that are to be considered at the April 
25 meeting should be available in 
New York. Mr. Lockwood felt that this 
date was too soon for the complete 
report, but that a part of the work can 
be ready at that time. Mr. Fennell felt 
that the date was rather early, but will 
do all he can. 

Mr. Blair proposed that the attempt 
be made to get a report written by 
some one in the company visited who is 
vitally interested in the Work under 
discussion. It was felt by the members 
that this method is desirable wherever 
practicable. 


Valuation 


HE work of the committee on valu- 

ation of the American Association 
since the last convention was reviewed 
at a meeting at Washington, D. C., on 
Feb. 16. F. W. Doolittle of New York, 
chairman, presided. The other mem- 
bers present were: Thomas Conway, Jr., 
C. W. Gillespie, F. C. Hamilton, W. H. 
Maltbie, Albert S. Richey and E. 
Stenger. 


The subject that was first discussed | 


was a progress report of the sub- 
committee on terminology, of which T. 
E. Francis is chairman. This  sub- 
committee was appointed for “the 
study of elements of value claimed 
from time to time by public utility 
companies, looking toward the prepara- 
tion of a list of terms with their defini- 
tions, which would be suggestive to the 
members of the American Electric 
Railway Association who are at any 
time confronted with the preparation of 
a valuation case.” One purpose of this 
study was to reduce unnecessary and 
more or less meaningless terms, for the 
sake of clarity and definiteness. An- 
other purpose was to list the principal 
elements of reasonable and fair value 
which otherwise might be overlooked in 
a valuation case. The members of this 
sub-committee, besides Mr. Francis, are 
J. A. Emery and James Walker. 

The valuation committee also con- 
sidered the possibility of compiling 
index numbers of electric railway con- 
struction costs, and other topics. 


Engineering Executive 
Committee 


HE executive committee of the En- 

gineering Association met in Wash- 
ington on Feb. 16. Those in attendance 
were: President C. H. Clark, chairman, 
R. C. Cram, R. H. Dalgleish, F. H. Mil- 
ler and G. C. Hecker. Considerable 
time was devoted to a discussion of 
standardization work and committee 
procedure. A sub-committee of the 
executive committee was appointed, 
consisting of R. C. Cram, chairman; M. 
B. Rosevear and Charles R. Harte, to 
study the entire procedure of stand- 
ardization of the association, including 
the plan suggested several years ago 


of a unit method of voting on the adop- 
tion of standards. 

President Clark reported that the 
proposal to organize a committee on 
rail corrugations was approved by the 
executive committee of the American 
Association and that the executives of 
several companies expressed their de- 
sire and willingness to appoint repre- 
sentatives on the committee and bear 
their proportion of the expenses of a 
trip of inspection of the various prop- 
erties throughout the country to study 
rail corrugation. 

It was announced that the executive 
committee had approved by letter ballot 
the proposal to assign this year to the 
power transmission and distribution 
committee the subject of radio inter- 
ference. : 

The secretary announced the comple- 
tion of the draft of the bibliography on 
heavy electric traction by Professor 
Warner, and the bill for his services in 
this connection was approved. The mat- 
ter of publishing the bibliography will 
be referred to the committee on heavy 
electric traction. 

Announcement was made of the ap- 
proval by the executive committee and 
indorsement by the association of vari- 
ous recommendations of the Division 
of Simplified Practice, Department of 
Commerce, among which were sizes 
and gages of sheet steel, steel lockers, 
reinforcing bars for concrete work and 
others. Announcement was made also 
that the committee on purchases and 
stores is studying the standard pur- 
chasing department forms recom- 
mended by the Division of Simplified 
Practice and that their recommenda- 
tions would be presented for considera- 
tion of the executive committee at a 
later date. A special committee con- 
sisting of H. H. George, chairman; P. 
V. C. See and W. F. Graves reported 
favorably on the recommendations of 
the central lumber standards commit- 
tee, and the executive committee au- 
thorized formal indorsement by the as- 
sociation of those recommendations. 

The secretary announced the appoint- 
ment of various members of the asso- 
ciation on committees of the American 
Engineering Standards Committee, and 
reported the status of the work of the 
sectional committee on tubular steel 
poles, which was organized under the 
association’s sponsorship. 


Welded Rail Joints 


FIVE-HOUR meeting of the com- 
mittee on welded rail joints was 
held at the Bureau of Standards on 
Feb. 16, in the morning and afternoon. 
Various types of testing apparatus for 
use on railway track were examined by 
the members. At the time of the meet- 
ing the repeated impact testing machine 
was out of service on account of failure 
of one of the mechanical parts. 
Co-operative study with the General 
Electric Company in the matter of 
otheograph tests was described by 
E. M. T. Ryder. No great progress 
has yet been made, but arrangements 
are under way looking to joint study 
with the track committee of the Amer- 
ican Railway Engineering Association. 
It is hoped to develop information as 
to stresses caused by the passage of 
a car over a defective joint. 


It is hoped also that valuable data 
on stresses in rails and across joints 
will be developed by means of telemeter 
tests. Apparatus used for this purpose 
was described in ELECTRIC RAILWAY 
JOURNAL for Feb. 14. It is expected 
that the information thus secured will 
be helpful in guiding the work of the 
committee. 

Progress report No. 3 of the com- 
mittee will probably be issued late in 
February and will bring up to date the 
results of tensile tests, as well as give 
information on the results being ob- 
_tained- from the repeated impact test- 
ing machine. Outlines were given of 
five separate investigations of features 
connected with the problem of seam- 
welded joints. 

A newly developed contact pyrom- 
eter designed by C. O. Fairchild of 
the Bureau of Standards was exhibited 
at the meeting. Its use will assist the 
study of actual rail temperatures at 
different stages of the welding process. 

A special report was made on a 
series of tests of seam-welded joints 
prepared at Baltimore and at Boston. 
These tests were made for the pur- 
pose of studying the effects of pre- 
heating and postheating. The report 
was presented by R. B. Fehr, develop- 
ment engineer Rail Welding & Bonding 
Company, and will be included as an 
appendix to Progress Report No. 3. 

Those present at the meeting were: 
Kk.’ M. T. Ryder, C. H. Clark; (Roe 
Dalgleish, A. P. Way, R. C. Cram, H. H. 
George, H. M. Steward, C. S. Kimball, 
J O. Handy, R. B. Fehr, A. F. Blaser, 
C. W. Bolton, R. R. Seward, W. VY. 
Armstrong, J. H. Deppeler, R. C. Me- 
Cloy, E. W. Carruthers representing 
the Pennsylvania Railroad, William 
Spraragen, and G. K. Burgess, chair- 
man. Other representatives of the 


Bureau of Standards were: H. L. 
Whittemore, J. R. Randolph, R. S. 
Johnston, C. O. Fairchild and O. S. 
Peters. 


A sub-committee on examination of 
broken test specimens met at the Bu- 
reau of Standards on the preceding 
Saturday afternoon and examined all 
of the test joints which have thus far 
been subjected to tensile tests in the 
Emery testing machine. It is the in- 
tention to include the report of this 
special sub-committee in the forth- 
coming Progress Report No. 3. Those © 
present at this meeting were: S. W. | 
Miller, R. B. Fehr, E. M. T. Ryder, | 
H. F. A. Kleinschmidt, J. H. Deppeler, | 
R. C. Cram, William Spraragen, H. L. 
Whittemore and R. S. Johnston. 


Transportation and Traffic 
. Executive 


N CONNECTION with the Wash- 

ington meeting, the Transportation 
& Traffic executive committee held 
a session on Feb. 16. Those pres-— 
ent were Chairman T. C. Cherry, 
president of the association; G. H. 
Clifford, J. V. Sullivan, Samuel Rid- J! 
dle, W. H. Boyce, Edward Dana, E. 
M. Walker, Paul E. Wilson, and E. J. 
Murphy of the association staff. C. Ww. 
Chase was also present representing” 
the accident prevention committee, oF 
which he is chairman. Mr. Boyce pre-- 


ae 


February 21, 1925 


ELECTRIC RAILWAY JOURNAL 


303 


sented the report of the committee on 
selling transportation in the absence 
of Chairman Wood of that committee. 

A. H. Ferrandou, chairman of the 
committee on bus operation, and G. B. 
Anderson, chairman of the committee 
on traffic congestion, presented reports. 
It was decided to request of the 
American Association that no commit- 
tee be permitted to send out question- 
naires that overlap the field of work 
being investigated by the committee on 
traffic congestion. 

President Cherry named a program 
committee for the annual convention, 
which consisted of G. H. Clifford, chair- 
man; Samuel Riddle and Joseph V. 
Sullivan. 


Relief of Traffic Congestion 


DESCRIPTION of the plan which 

the Los Angeles Railway proposes to 
follow to secure relief in that city was 
given by G. B. Anderson at a meeting 
of the committee on relief of traffic 
congestion of the T. & T. Association 
held at Washington Feb. 16. He said 
that a very satisfactory system of 
traffic regulation had been in force dur- 
ing the holiday season, but that it had 
been repealed immediately thereafter. 
Until recently the merchants and the 
automobile interests have opposed park- 
ing restrictions. Lately, however, the 
former have begun to see that un- 
limited parking is a handicap to their 
business. Only the street car riders 
are unrepresented in discussions of this 
subject, and it is therefore the duty 
of the railway to represent their views. 
In Los Angeles the railway is endeavor- 
ing to present to the public the facts 
concerning traffic congestion, and to 
create a sentiment favorable to meas- 
ures of relief. 

Conditions differ in various places, in 
the opinion of W. S. Bell, who said 
that ordinarily relief cannot be secured 
if it is thought by the public to be 
primarily in the interests of the rail- 
way. The situation must be allowed 
to work itself out, he said, which it will 
‘do in time. Already pedestrians are 
becoming much incensed at the dis- 
regard shown by automobile drivers. 
W.. E. Thompson agreed to this view 
and said that it was best to allow civic 
organizations to take the initiative in 
matters of traffic regulation. 

Relief can best be secured by going 

directly to the local police in the opin- 
ion of E. S. Rider. 
' J. E. Heberle spoke of the difficulty 
of securing relief in Washington, due 
to the fact that the personnel of the 
Public Utilities Commission and the 
District Commission is the same, and 
these men are extremely busy. The 
necessity of securing Congressional ap- 
proval also complicates matters. In 
general, he thought that best results 
are secured by sitting in with other 
bodies. 

It was decided on motion by D. L. 
Fennell that the efforts of the various 
railways to secure relief of conges- 
tion be carefully observed, and that 
the American Electric Railway Asso- 
ciation keep the member companies 
posted concerning the results. 

Major R. J. Lockwood. assistant 
manager United Railways of St. Louis, 


suggested that the committee study as 
soon as possible the recommendations 
of the Hoover conference on highway 
safety. A motion to this effect made 
by Mr. Fennell was carried. It was 
the sense of the committee that in 
order to avoid duplication the subject 
of city operation, so far as it applies 
to traffic congestion, be left to this 
committee for study. It was further 
thought that this committee should 
undertake to furnish full data on the 
subject of congestion to the publicity 
committee, to facilitate its work. 

It was the sense of the meeting that, 
in so far as possible, left-hand turns 
at intersections and in the middle of 
the block should be prohibited in con- 
gested districts. 

The next meeting is to be held in 
St. Louis, some time in April, at the 
call of the chairman. Those present 
were: W. S. Bell, W. E. Thompson, 
D. L. Fennell, E. S. Rider, J. E. Heberle, 
J. P. Tretton, F. R. Latta, W. H. Malt- 
bie, C. L. VanAuken representing J. A. 
Grieg and G. B. Anderson, chairman. 


Accident Prevention 


HE first meeting of the new joint 

committee on accident prevention 
of the Transportation.& Traffic Associa- 
tion and the Claims Association was 
held in Washington on Feb. 16. Mem- 
bers representing the T. & T. Associa- 
tion were: C. W. Chase, president Gary 
Street Railway, chairman; A. B. Miles, 
J. A. Jarvis and J. B. Stewart, Jr. 
Those representing the Claims Associa- 
tion were: G. R. Whitmore, Wallace 
Muir, E. J. Paige, W. H. Hyland, C. W. 
Giltner, H. E. Cady, R. A. Sears and 
Samuel Riddle. J. J. Reynolds, J. B. 
Stewart, Jr., J. S. Kubu and S. G. Her- 
rell were also present. 

Wallace Muir opened the meeting in 
the absence of the joint chairman, C. B. 
Hardin, and asked Mr. Chase to preside. 
Mr. Muir explained that the purpose of 
the formation of the joint committee 
was to avoid duplication of work by 
two separate committees, one in each 
association. He outlined the recom- 
mendations adopted by the committees 
last year as a guide to the new com- 
mittee in planning its work. 

It was decided that the work of col- 
lecting accident statistics be continued 
this year, and a motion was passed 
authorizing the chairman to appoint a 
special sub-committee of three members 
with EK. J. Murphy of association head- 
quarters as chairman. 


HIGHWAY CROSSING SAFETY DISCUSSED 


Mr. Muir recommended that a sub- 
committee be appointed to draft a bill 
for regulation of automobiles and the 
improvement of -highway and crossing 
safety, with a view toward getting this 
uniform bill adopted by the various 
states throughout the country. It was 
proposed that the American Electric 
Railway Association undertake to ob- 
tain the approval and support of the 
National Safety Council for this bill, 
and that the association and the Safety 
Council jointly take the subject up with 
the United States Chamber of Com- 
merce in an endeavor to get that or- 
ganization to sponsor this bill as its 
own. It was suggested that an effort 


be made to get the Chamber of Com- 
merce to send a copy of the bill to the 
Governor and Attorney-General of each 
state, urging them to submit the bill to 
their respective legislatures for adop- 
tion as uniform legislation throughout 
the country. 

This suggestion was questioned by 
R. A. Sears, general claims attorney 
Boston Elevated Railway, on the ground 
that the work started by the recent 
Hoover safety conference had already 
assumed a much wider significance than 
could such a movement as that sug- 
gested and that a definite set of prin- 
ciples for the formulation of safety 
regulation legislation had come out of 
the Hoover conference with the full ap- 
proval of the many varied interests 
represented, including the automobile 
and railroad industries. 

A general discussion ensued of the 
merits of various plans for working 
out the idea. It was finally decided to 
delegate Mr. Muir to outline the main 
features of his plan to the presidents 
of the Transportation & Traffic Asso- 
ciation and the Claims Association, and 
to request them to discuss this subject 
with the executive committee of the 
American Association. 

Discussion of the subject of follow- 
ing up trainmen to check the observ- 
ance of safety rules led to a number 
of suggestions for improving the re- 
sults obtained. Mr. Stewart outlined 
some of the methods used on the 
Youngstown Municipal Railway for 
stimulating safety work and said that 
the results accomplished by the appli- 
cation of the Louisville safety contest 
plan had been highly successful. 

Mr. Sears outlined the plan used by 
the Boston Elevated Railroad of pre- 
senting safety discussion in a new 
form. He explained the use of a series 
of pamphlets in which a report of an 
imaginary meeting between the men, 
the general manager and the claim de- 
partment is given in such a manner as 
to stimulate the interest and imagina- 
tion of the employee reading the pam- 
phlet. 

After an afternoon session a motion 
was passed instructing the program 
committee to secure outlines of the 
work done by eight or nine railway 
companies which had made outstanding 
records in accident prevention. These 
are to be used as the basis for articles 
to be published and subsequently re- 
printed in pamphlet form and dis- 
tributed to the executives of operating 
companies. 


Claims Executive 


T A brief meeting on Monday after- 

noon the committee expressed its 
approval of the uniform motor vehicle 
law suggested by the accident preven- 
tion committee. Some time was given 
to consideration of subjects suggested 
for discussion at the annual conven- 
tion, but no definite action was taken. 
It was decided to hold the next meeting 
of the committee in New York on 
April 38. Those present were: S. J. Her- 
rell, G. T. Hellmuth, E. L. Lindemuth, 
J. S. Kubu, C. B. Proctor, H. E. Fisher, 
W. H. Hyland, J. J. Reynolds, Wallace 
Muir, and H. D. Briggs, president of 
the Claims Association. 
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Upper Part of Time-Table of Running Times of All 


Complete Time-Table for Public 
Distribution 

OLLOWING the adoption of a system of rerouting 

its lines in Davenport, Iowa, some time ago, the Tri- 
City Railway issued a complete time-table for public 
distribution. There are altogether seven routes, but as 
some of them pass through or loop about the center of 
the city, the time-table shows eleven lines, so as to give 
the leaving times at the outer terminals and at the 
center of the city, as at Grady Street or Pershing 
Avenue. A footnote on the time-table explains that the 
Oakdale cars, whose leaving times are shown by heavy 
face type, go only as far as Lombard Street. 

The time-table is printed on a sheet 15 in. x 18 in. 
and also contains a route map of the lines in Davenport 
and other appropriate information. A reproduction of 
the upper part of the time-table is published herewith. 


Advertising a New Line in Detroit 


N SUNDAY, Nov. 9, 1924, the Department of 
Street Railways, Detroit, inaugurated service on a 
new route known as the Mount Elliott line. The total 
length of this route is 4.35 miles, partly over old track 
and partly over new. Though mostly double track, a 
part of the line is single track with turnouts, and the 
operation of the cars over this section is controlled by 
automatic signals. Until the traffic warrants larger cars, 
the service is being furnished by one-man safety ears. 
The new route connects eight lines and passes the 
plant of the Dodge Brothers Motor Car Company, where 
there are 16,000 employees. To facilitate the problem 


of receiving and discharging passengers at these works 
a-loop has been built within the Dodge Works, and 
part of the Mount Elliott line service is routed over this 
loop. 


In addition, during the morning and evening 


BETTER STREET CAR SERVICE | 


To improve street car service for Dodge 
Brothers’ employees, the Department of Street Rail- 
ways has established very fine street car service 
on Conant Road. This will do away with the 
crowding on Joseph Campau Ave., and the service 
has been arranged so it will be easier for you 
to travel to and from work. 


We recommend that you patronize this service 
at once as we are sure it will work out to your 
advantage. 


Donse BrotrHers 


Manufacturer Advertises a New Car Line 


o WW 
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peaks a number of tripper cars from several other lines 
use this loop to take care of motor plant employees. 

The Dodge company has co-operated in this traffic 
improvement by supplying information to its employees 
in regard to the new service. A copy of one of the 
posters put up in the Dodge plant is reproduced. A 
schedule card was also distributed to show from what 
lines cars would be operated over the loop. 


Apron Prevents Riding on Bus Bumper 


HE rear of the body on_the Mack buses operated 

by the Boston Elevated Railway is protected from 
collision with a tree or pole and from damage by another 
vehicle crashing into the bus by means of a bumper 
which projects out several inches. It was found, how- 
ever, that this provided a handy place for urchins to 
sit when stealing a ride. In order to prevent this a 


This Bumper Apron Is Similar in Purpose and Construction 
to Those Used on Street Cars 


sheet metal apron has been installed in a manner similar 
to that used on the bumpers of street cars. This has 
effectually prevented riding on the bumper. In the ac- 
companying illustration the apron has received only a 
priming coat and therefore appears to be a slightly dif- — 
ferent color from the rest of the body. After the paint- 
ing job has been completed, the apron is the same color 
as the rest of the bus and is inconspicuous. 
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Census Report 
Shows Status of Electric Railways 


RELIMINARY figures of the status of the elec- 
tric railway companies of the United States con- 
tained in the census report for the year ended 
June 30, 1922, have been published in this paper.* The 
complete census report on electric railways has now 
been made public and has been issued from Washington. 
The report is printed on a page of more convenient size 


*See ELECTRIC RAILWAY JOURNAL for Oct. 6, Nov. 3, Nov. 10, 
Dec. 1, Dec. 22, 1923, and Feb. 9, 1924. 


Tables and Other Statistics from the Census Report Just 
Made Public Give Interesting Facts About the Growth 
in Traffic of the Electric Roads Between 1917 and 1922 
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a 


than previous issues, the page being 6x9 in. instead of 


9x113 in. 


There are 256 pages in the report. 


The 


period covered by the operating statistics is generally 
the calendar year 1922. The statistics for equipment 
and balance sheets relate to Dec. 31, 1922, and for 
number of employees, June 30. 

Statistics on electric railways have been compiled by 
the Census Bureau every five years since 1902. The 
census is primarily of street and interurban railways, 
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20,282,948 
231,756,691 


48,302,823 


119,113,018 
7,889,920 
175,305,761 
56,450,930 
48,337,435 
8,113,495 


43,216,501 


42,759,850 

456,651 
17,897,373 
16,147,380 


1,749,993 
25,319,128 
24,925,706 

393,422 


5,532,223,818 
4,626,788,077 
905,435,741 
2,473,846,651 
2,006,151,013 
467,695,638 
3,058,377,167 
2,620,637,064 
437,740,103 


126,021 


4,889,962,096 
111,391 


Per Cent 
°' 

Increase! 
43.7 


42.3 
61.1 


+A minus sign (—) denotes decrease; percentage not computed where base is 


an average or is less than 100. 


: Includes track laying outside the United States (1922 and 1917, 27.06 miles). 


3 No data. 


i 


$7,197,895 for 1917. 


Numbers‘employed June 30, 1922, and Sept. 29, 1917. 
Not reported separately. Included i in regular-fare passengers. 
Represents 770 companies for 1922 and 836 for 1917. 
Includes real estate mortgages amounting to $13,795,318 for 1922 and 


Exclusiv: e of track not represented by capitalization, as follows: 1922, none; 


1917, 5.30 miles. 


’ 
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TABLE II—INCOME AND EXPENSE PER REVENUE PASSENGER!: |] TABLE VII—REVENUE PASSENGERS AND REVENUE-CAR: MILEAGE ; 
1912 to 1922 aS ie faa —PER CENT DISTRIBUTION AND PER CENT OF INCREASE, BY t 
Conta Coxmis Gents GEOGRAPHIC DIVISIONS: 1922, 1917 AND ee 2 ou } 
Income from all sources.........--- terete - 8.27 6.46 6.14 Per Cent Distribution Tantenll 
way operations.....-.....--.--.-.. 7.30 5.75 5.62 Division 1922, 1917. 1912 1917-, 1912- 
Auxiliary operations... ----..2..0.:--: 0.72 0.53 0.33 1922 1917 J 
Non-operating i ineoMe...< f= 0.25 0.18 0.19 Revenue Passengers? ‘ 
Operating expenses (railway and auxiliary)... 5.74 4.00 3.49 United States............. 100.0 100.0 100.0 12.0 18.4 
Daten. | 02.22 seco meee - eens o-35 pe as = 
Tateresh = 082 ae ee ese Seen : : New England > Soc ose cedea oo 9.0 11.0 11.0 3 
Other deductions from income... ...-.---.-- 0.47 0.14 0.18 Miiillc AGacie” Gee comet 39.3. 37/4 S6E8 78 40.3 
Net insome:.5. 99) Wa a=2 ose eeeee eee 0.45 0.72 0.91 East North Central..... 2222.2... 23-5); 24° 0Ue (2256 9.8 25.6 
Dividends. 22s -u eee 72 pao eee 0.29 0.65 0.74 West North Central.....-....... 7.4 8.0 8.2 4.4. 1460 
Bearpaw? one eos seo re ee a ene 0.16 0.07 0.17 South Atlantic: <2: kdss2 Se sae 6.6 6.6 6.5 1.1 21.2 
1 Based on total rezular-fare passengers and pay-transfer passengers, car lines | East South Central... 2.4 2.6 2.8 5.5 8.6 
and bus thee West South Central. 3.0. 12.8 2.8. “S205 
Mountain.......... a2 1.4 1.6 —8.3 52 @ 
Pacifie. 0 Saas een ee se oe 7.6 6.2 7.6 36.8 —2.2 
TABLE III—COMPANIES OPERATING OVER 500 MILES OF SINGLE Passenger s 
TRACK IN 1922 Revenue Car Milcage 
Miles of Line Miles of Single United States... .......... 100.0 100.0 100.0 —0.9 10.7 ? 
Name of Company Operated Track Operated | New England................... 8.2 9.8 10.0 —16.9 8.8 
Pacific Electric Company, California....._..._. 631.23 1,114.86 Middle Atlantic................. 34.1 3315 34.9 0.8 6.3 
Chicago Surface Lines, Illinois... ........... Ee 510.76 1,070.33 East North Central.............. 25.3 25.2 24.5 —0.3 13.9 
The Connecticut Company, Connecticut... .... 601.14 860.59 West North Central. ............ 8.2 8.1 a0) O38 12.8 
Publie Service Railway Company, New Jersey.. 496.67 846.62 South Atlantic. 20225 Jon sae ack oe 2 6.6 6.5 7.5 12.8 
Eastern Massachusetts Street Raihvay Com- East South CentraL............. 2.8 art 3.0 —9.1 10.9 
pany, Massachusetts!................-.-- 532.05 707.44 West South Central.............. 3.8 En 4 7a 2.7 25.2 
Philadelphia Rapid Transit Company, Pennsy 1- Mountain: 5.5. is cu nens acorns 125 1.6 16 —7.6 9.2 
WARIS =. oc vatiece seu hig Ors eee oe 449.57 695.11 Pacifit. ¢= 2.55.6 yes ee 8.9 8.4 8.2 4.2 13.3 
New York S Soa a een News York EEL 3 ae aane 1 A minus sign (—) denotes decrease. 
Pittsburzh Railways Company, Pennsylvania. = - 2 74 : i | 
eee ee nator Moaasinede ee 337 46 309.51 Includes pay-transfer passengers; does not include motor-bus passengers. 


1 Reported as Bay State Street Railway for 1917. 


TABLE IV—TRACK MILEAGE 1922 AND 1917 BY LOCATION AND 
CHARACTER OF SERVICE 


1922 
ons 

nena ts aus Se ee la arate ee 43,004.61 
Public thoroughfares............- 25,856.95 
Private right of way....-.....--- 17,147.66 
Blevated = =. 2ne Oss Se 601.69 
Subways and tunnels............-- 325.56 

By character of service: 
City and suburban..............-. 123.93 
interurban =. ssoc. e205 es oe ee oe ee ,807.93 


26,737.75 
18,097.62 


TABLE V—TYPES OF CARS IN 1922, 1917 AND 1912 
Per ee 


———Numbe: Distrii 
Kind 1922 1917 1912 1922 ine “T912 
Gars— Total... .=2.<J-<.<2% 99,255 102,603 94,016 100.0 100.0 100.0 
Revenue ears... he oes ee 88.707 91,448 » 83,956 89.4 89.1 89.3 
Passenger. 3. es ees -- 27,301 79,914 — 76,162 77.9 77.9 81.0 
Closed CR a te E 56,840 -°50,487. °48,123 aoe eee 
Openers. aot co een G:789 _ 05,893" 58.993 ee te ee 
Gnwvecuible or semi-con- : 
Wertible seen: sacs eee 10,224. 12,601 17,985 <. Sx Ree eo 
Combination ag = 
b , express, freig 
wean rs BR SE 1,448 933 HiG60 >.<... Sees © 
Special cars (included in pas- 
senger cars)— : 
lees MEA Se ei ap ae a cf } 
Sleeping. 
ferme eee eae a A ae. eee 
Ses ae ara 11,352 11,442 \ 
Express, freight, and baggage. 35 : 
Mail ae RL ESF 34 92} 7794 11.5 11.2 8.3 
gal ste he 1,477 1,642 } 
Sweepers... ...- be reapeee | 10,060 10.6 10.9 10.7 
Sprinklers: ..=....-:--- 3 207 278 
Work and other service cars. - 7,422 = 7,960 } 
i d with electric 
aera fakee 5 Meee 75,335 76,429 73,758 75.9 74.5 78.5 
Cars eines with gasoline en- 
SINOR eas ee Se 8 19 23 a ee ee 
Electric locomotives. ---... 404 357 7 6 height 2S a 


- Reported as ““Combination—closed and open.’ 


2 1922, one ambulance car, six dining cars, ten ‘Foal cars, and six cars of a 
character not stated; 1917, eight funeral cars, six excursion ears, and nine cars 


of a character not stated. 


TABLE VI—DENSITY OF TRAFFIC ON ELECTRIC RAILWAYS, NEW 
YORK CITY, CHICAGO, PHILADELPHIA, AND BOSTON IN 1922! 


Average number of 
Miles of Number of Revenue Passengers 


Main Revenue 
Track Passengers! 
New York City: 
Surface: fs os. ee seen 6194-41 351,018,849 
Elevated and subway...... 352.20  1,102,953,327 
Chicago: 
Byrface to. cs ke ee 993.13 762,629,211 
Elevated and subway?..... 151.52 181,280,754 
Philadelphia’... .. ..<5.2 =. 24. 634.68 691,177,642 
Bostint 235) ocak eee 441.31 356,423,418 


Per Mile 
of Track 


1,805,560 
3,131,611 


767,905 
1,196,415 
1,089,018 

807,649 


Per Car- 
Mile 


12.83 
5.83 


1 Includes pay-transfer passengers for 1922 as follows: New York, 13,326,466; 
Chicago, none; Philadelphia, 55,206,600; Boston, none. 
2 Includes a small amount of surface trackage operated as part of elevated 


systems. 
3 Comprises both elevated and surface trackage. 


~ 


passengers on 


TABLE VIII—CAPITALIZATION AND FLOATING DEBT, OPERATING 
AND LESSOR COMPANIES, COMBINED: 1922 AND 1917 


Per Cent 

1922 1917 Increase? 
Capital shock oo. 45-4 4s, Sate foes $2,329, 173,090 $2,473,846,651 —5.8 
Comman InAs ence ote ks oe een 1,842,639,433  2,012,189,294 —8 4 
Preferred. ate <. hon eee 2486,533,657 461,657,357 5.4 
Funded debt: tics. aca casein 3, 103,826,139 3,051,179,272 He i 
Real-estate mortgages.............. 13, 795, 318 7,197,895 91.7 
Plating debit... 5-snsgn see nes aeae 176, 734, 785 166,592,228 6.1 
Total. tan dcn Soe ae eee ee $5,623,529,332 $5,698,816,046 —1.3 


Stocks and bonds of other electric 
railway companies and treasury 
peourities.. os sicse oe eee 446,435,768 390,489,091 14.3 


Gross capitalization less stocks and 
bonds of other electric railway 
companies and treasury se- 


curities= 2 - eeee a s Noeeeee $5,177,093,564 $5,308,326,955 —7 5 
Investments in other securities and 
non-railway properties........... 338,434,906 251,772,631 34.4 


Net capitalization: 3 
Including floating debi®.. $4,838,658,658 $5,056,554,324 —4.3 
Per mile of track... 111,99 115,186 
Excluding floating debt --  4,661,923,873 4,889,962,.096 —4.7 
Per mile of track... .255..../.. 107,908 T1139, 2 


1 A minus sign (—) denotes decrease 
2 Includes debenture stock amounting to $3, 830,551. 
3 Includes real-estate mortgages. 


TABLE IX—FINANCIAL STATISTICS FOR VARIOUS 
GROUPS OF ROADS 
Surface Railways 


onumoe : ao 
‘ommercia ailways } 
ihting and Subways 
2 1917 1922 # 
Number of companies.. ©. ooo. 225555 200 722 758 7 
Ratio of operating expenses to operating 4 
revenues (per cent)....:..-.0....--0...- 72.6 63.8 63.9 46.2 
Per mile of track: s 
Operating revenues............-..... $22,589 $16,137 $123,392 $102,891 =f- 
Railway operations.............. 22,489 16,070 120,046 100,231 
Auxiliary operations............. 100 67 3,345 2,660 
Operating expenses-2 2} = 255 .c5.e 16,402 10,297 78,864 
Railway operations.............. 16,355 10,266 77,470 
Ausiliary operations. .:.......... 47 31 1,394 
Net operating revenue............... 6,187 5,841 44,528 
Railway operations.............. 6,134 5,804 42,577 
Auxiliary operations............. 53 37 1,951 
Per car-mile: Cents Cents Cents 
Operating revenues. . Se docx ey 44:56«. 30:87 342 
Railway operations 44.36 30.74 33.95 


Auxiliary operatio 
Operating expenses. . 
Railway operation: s 
Auxiliary operations 
Net operating revenue. 
Railway operations. Pact 
Auxiliary operations............. 0.10 


wit Pe a 


Per revenue passenger: ! 


Operating revenues..............+.-- re 5.67 6.07 y 
Passenger... . 6.61 5.26 5.56 ¥ 
All other... 0.56 0.41 0.51 X 
Operating expens 5.21 3.62 3.88 ¥ 
Railway operations 5.19 3.61 3.81 i 
Auxiliary operations. 0.02 0.01 0.07 ts 
Net operating revenue 1.96 2.05 2.19 hk 


1 Revenue aes engers comprise remulaetann passengers and pay-t 
oth car and bus lines. 


February 21, 1925 


TABLE X—OPERATING EXPENSES OF OPERATING COMPANIES 


BY ACCOUNTS: 1922 AND 1917 
Per Cent 
Per Cent Distri- 
| of bution 
: Account 1922 1917 Increase! in 1922 
_ Number of companies............ 858 543-91 0's seers 
_ Operating expenses, total......... $727,795,168 $452,594,654 60.8 100.0 
Railway eens expenses..... $678,563,107 $421,250,838 61.1 93:2 
Way and structures.......... 102,003,281 55,470,419 83.9 14.0 
Equipment............ prc Os, 250,570 240 981, 554. 78. I 12.0 
ower nets hates as aes cen 107,245,578 76,958,461 39.4 14.7 
Conducting transportation 286, 684, 634 174,972,645 63.8 39.4 
| SRL AMUOSE EL PP Cees a asec eke 21732,.173 2,301,817 18.7 0.4 
General and miscellaneous... . 92,940,078 62,738,265 48.1 U2 
! Transportation for investment 
feo, PEON Gt Ro ae —284,214 —172,323 64.9 2 
Auxiliary operations—expenses.. . 49,232,061 31,343,816 57.1 6.8 


1 A minus sign (—) means decane: 
2 Less than one-tenth of | per cent. 


and the statistics of electrified steam roads are not 
included in the general tables. The statistics of the 
Chicago Tunnel Company are also not included. 

The census reports four surface railways still oper- 
“ated by cable, two in California and two in Washington. 
It also shows three roads still operated with animal 
traction, though only one, located in Arkansas, with 
0.75 mile of track, was operated exclusively by this 
form of power, The others were one electric railway 
company in Pennsylvania and one in New York which 
reported small amounts (totaling 3.27 miles) operated 
by animal power for the purpose of holding franchises. 

The final chapter in the report gives statistics of 
the sixteen municipally operated electric railways and 
; the one state-operated railway. 

For the first time, the Census Bureau collected data 
in regard to motor bus operation by electric railways, 
pay-transfer passengers and non-revenue car-mileage 
-and car-hours. The information in regard to motor 
bus operation related only to those lines which form 
integral parts of electric railway companies, and did 
not cover independent bus lines or separate lines oper- 
ated under stock ownership by railway companies. 

For the first time since statistics of street and elec- 
tric railways have been compiled by the Census Bureau, 
the mileage shows a decrease. The miles of single track 
operated in 1922 were 903.5 less than in 1917. This 
total included 294.14 miles of idle track. There was 
also a decrease in the number of passenger cars 
operated, in value of road and equipment and in number 
of companies. On the other hand, the number of 
employees increased 1.9 per cent, the number of revenue 
passengers (including pay-transfers) increased 12.2 
per cent, and operating revenue increased 42.3 per cent. 
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The principal statistics of the electric railways, with 
the exception of statistics on power plants, are given 
in Table I. Table II gives the income and expenses 
in cents for revenue passengers from 1912 to 1922. 

The average size of each operating company in 1922 
was 51.20 miles of single track, 90 passenger cars and 
350 employees, and the average company operated 
2,416,231 passenger car-miles during the year and car- 
ried 14,797,381 revenue passengers. There were nine 
companies which operated more than 500 miles of track 
in 1922, as shown in Table III. 


DATA ON TRACK AND ROLLING STOCK 
All kinds of railways decreased their total length 


during the half decade from 1917 to 1922 except “ele- 


vated railways,” and 
shown by Table IV. 

Table V shows for the last three census years the 
different kinds of cars used in electric railway service. 
Of this number, 75,335 cars were equipped with elec- 
tric motors, as follows: 298 were equipped with one 
motor each, 42,811 with two motors, 297 with three 
motors and 31,929 with four or more motors. Of the 
98,042 cars equipped with brakes, 80,936 were equipped 
with air brakes, 1,190 with other kinds of power brakes, 
and 15,916 with hand brakes exclusively. Of the 88,432 
revenue cars, 16,506 were mounted on single trucks and 
17,926 on double trucks. 


“subways and tunnels.” This is 


POWER EQUIPMENT 


The report shows an increase in the number of com- 
panies purchasing electrical energy instead of generat- 
ing it. The proportion to the entire number reporting 
no power plant equipment was 73 per cent in 1922 as 
compared with 62.4 per cent in 1917. There was also 
a decrease in the output of stations operated entirely 
for electric railway purposes. The total power station 
capacity for electric railways, central stations and elec- 
trified sections and tunnels of steam railroads increased 
greatly, however, this total being, in rated horsepower 
17,425,580 in 1917, and 24,800,732 in 1922. 


STATISTICS ON TRAFFIC 


In their statistics on electric railway traffic the com- 
pilers of the census report point out that some zone 
fare companies count passengers as the number of per- 
sons paying fares in each fare zone, whereas on other 
lines each passenger is counted but once regardless of 
the distance he rides. They also declare that some com- 


1 Deficit. 


TABLE XI—ANALYSIS OF INCOME PER REVENUE PASSENGER, ALL OPERATING COMPANIES AND COMPANIES OF CLASS X (OR 
COMPANIES WITHOUT COMMERCIAL LIGHTING) FOR THE UNITED STATES: CLASS X, CITY AND SUBURBAN 
TRACKAGE ONLY, FOR SELECTED STATES: 


1922 AND 1917 


Average per passenger (cents)—W\.\ 
Deductions 


Number of Income from Operating from Gross Net 
Companies Sr of Revenue Passengers All Sources Expenses Taxes Income Income 

Class and State 1922 1917 1922 1917 L922 19ATI IO 22ST A922 G7. E922 OAT 1922. 1OE7: 

MPIAOGMTIEES Scr ee Feiceie Eee te CA 858 943 12,679,349,042 11,304,660,462 8.27 6.46 5.74 4.00 0.51 0.41 1.57 1.55 0.45 0.50 
lass X—AIl companies without commercial 

“NINE he ar ils oe RS eon Ig Te emer io 722 758 11,349,255,972 9,630,773,816 7.40 5.83 5.21 3.62 0.45 0.38 1.43 1.43 0.31 0.40 
Companies of oer prenes city and suburban 

1 t tate: 

oe eee 17 20 354,682,561 215,509,448 5.28 5.02 3.91 3.78 0.31 0.32 0.66 1.10 0.39 10.18 

Illinois. . . 28 34 1,072,831,278 989,209,604 7.56) 5.23 5.13 2.83 0.45 0.48 1.15 1.21 0.84 0.71 

Kansas... 4 3: 17,083,325 12,337,265 6.07 5.18 4.44 2.90 0.45 0.46 0.65 1.22 0.53 0.60 

Ren TOK Y ae a =1e oposite sol bas ce a ee Eee 7 8 107,318,921 99,688,947 6.49 5.25 4.55 3.11 O:47e005 47.0297 1177 0: 504+0..50 

HWRCHAS oon cach i eee ieee 17 21 640,555,942 522227088 -8:55) 5.21 6:08 *5: 765 0.37 0225" 2.40 120F 90.70. 0.19 

ee pe F Ra eee ee tel ed ot a eg eet ae 12 10 300,350,798 272,283,832 7.03 5.03 5.22 3.44 0.63 0.42° 1.03 0.97 0.14 0.20 

BENE ARTSY Spc i oat x suaatore ope cine gia eet 12 9 445,349,799 397,649,320 6.77 5.10 4.68 3.03 0.65 0.42 1.37 1.46 0.08 0.19 

MRA SN SAPNA coe Pe Gat lie ni ay de nny SD 58 59 2,579,743,680 1,943,501,048 5.52 5.45 3.77 3.01 0.32 0.37 1.54 1.63 10.11 0.44 

ti rg Bee cee CR DON a PEPRRSE IE Erm 19 15 535,125,100 458,780,663 4.81 4.21 3.50 2.91 0.37 0.34 0.26 0.55 0.69 0.41 

a . SEP ERAS Cosette ain 53 60 844,213,378 794,916,862 6.48 5.51 4.38 2.97 0.37 0.27 1.41 1.65 0.32 0.62 

i ae eae ay AY Ara pee Pearce 13 18 92,745,119 63,638,242 6.60 5.19 4.84 3.72 0.39 0.31 0.85 1.07 0.52 0.09 

WRCONBIN 5 ov fie caps hoes watts Pete Via ei era ere ere 7 9 14,571,611 126,310,082 666 4.48 5.57 2.74 0.33 0.29 0.89 0 6810.14 0.77 
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TABLE XII—EMPLOYEES, SALARIES, AND WAGES, BY 
OCCUPATIONAL CLASSES, FOR OPERATING 


COMPANIES: 1922 AND 1917 
Per Cent 
° 
Class 1922 1917 Increase! 
Number of companies.............0++ 858 943 —9.0 
Persons employed: 
Miners, i ees oan ayes renee 300,523 294,826 1.9 
Salaries and wages.............+. $445,680,135  $267,240,362 66.8 
Salaried employees— 
WENDEL fay. ecole als ee in vo tote 30,239 27,151 11.4 
Salarionss, 6. f5 0 sna te eae eters $57,489,091 $33,909,674 9.5 
Officials— t 
Mumiber ys pic ain Lo aa cake one 2,017 1,883 7.1 
Balarien, ox igits. «ac Beye wanes $8,946,893 $6,786,469 31.8 
Managers and superintendents— 
Umber tastier: SL AA Pa en 3,358 2,889 16.2 
Maberies, i. dies cv S cfes oh evens $10,403,759 $6,205,507 67.7 


Clerks, stenographers, and other 
salaried employees— 


Mum bar e235: outs Sis caloeie > fee 24,864 22,379 111 
Se ns DE Pee eae errr, $38,138,439 $20,917,698 82.3 
Wage earners: 
Wamber®. 55:45 1s6oa dee, ee ectaictewies 270,284 267,675 1.0 
Wages... a ahateye wghauate a ais pict otale $388,191,044  $233,330,688 66.4 
Conductors, motormen, one-man car 
and bus operatives— 
Numbersycates oo5 hates ists 130,628 136,184 —4.1 
CL : Sean aroee aM ne $205,238,478  $127,222,144 61.3 
Conductors— 
Ninbers inact hice varieties 58,988 68,352 —13.7 
WSGO88.) Noi dean ark emery $92,939,236 $62,992,587 47.5 
Motormen— 
Nini ber7.. cnc uate athe ea ette 58,166 67,832 —14.2 
Wiagees jiu ovale oenseetin tele attired $92,953,300 $64,229,557 44.7 
‘Operators, one-man aars— 
Number,.; weitevaiiane. sae 13,070 69) a eae 
Wages. oon eae $18,797,669 Cy) Maes 
Operators, buses— 
Nutnber.; 3.5 aot see sala 404 (() Emacs 5 
BOOK tao eh Shits $548,273 @)<<' 4 See 
All other wage earners— 
Umber cue eeotats ce eiae te 139,656 131,491 6.2 
Wiameny shies miata tetetn cre lpreaaare $182,952,566  $106,108,544 72.4 


1 A minus sign (—) denotes decrease. 
2 For 1922 as of date June 30; for 1917, Sept. 29. 
3 Not reported separately. 


panies, in compiling their revenue car-mileage, count 
a motor car and trailer as one car and others count 
them as two. This should be considered in connection 
with the accompanying tables, as should also the fact 
that while all companies reported car-miles, only 89.7 
per cent of the companies reported car-hours, although 
these companies carried 95.2 per cent of the total reve- 
nue passengers (not including motor bus passengers). 
In the tables, also, pay-transfer passengers are included 
with the regular fare passengers as “revenue passen- 
gers,” but motor bus passengers are not included in 
the general statistics. 

Table VI shows some figures on density of traffic in 
four large cities in 1922. This table does not include 
all of the roads in the city mentioned in each case. 

Table VII shows per cent distribution and per cent 
increase by geographical divisions of revenue passen- 
gers and car-miles for the last three census years. 

The report gives extensive statistics on the finances 
of operating and lessor companies. The figures for 
both classes of companies, combined, for 1917 and 1922, 
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are given in Table VIII, with the net capitalization, 
after securities owned are deducted, and the net capi- 
talization per mile of track. Of the 1,154 operating 
and lessor companies, 315 operating companies and 180 
lessor companies paid dividends. The average rate was 
5.4 per cent for the operating companies and 7 per cent 
for the lessor companies, or an average of 5.8 per cent 
on the outstanding capital of those companies which 
declared dividends. 

Table IX shows some interesting averages for 1922 
and 1917. In the first group of two columns the rail- 
ways are those surface railways where the company 
does not do any commercial lighting, so that the re- 
ceipts and expenses for auxiliary operations are small. 
The final two columns related to elevated railways and 
subways. The census report gives similar figures for 
roads combining railway with lighting operations. 

Table X shows the operating expenses by primary 
accounts for 1922, with percentage distribution and per 
cent increase over 1917. The report also brings out 
the fact that while the taxes paid by the industry as 
a whole have increased 41.6 per cent since 1917, the 
increase has been greater for the larger than for the 
smaller properties. On roads with receipts of more 
than $1,000,000 the per cent increase has been 44.4, 
for those between $250,000 and $1,000,000, 40.9, and 
for those with receipts of $250,000 and less, only 4 per 
cent. 

Table XI is published to show the considerable varia- 
tion in the income, operating expenses, etc., per revenue 
passenger for different states. 


EMPLOYEES 


Table XII shows the number of employees, salaries 
and wages by occupational classes for the last two 
census years. In this grouping “officials” comprise 
presidents, vice-presidents, secretaries, financial secre- 
taries, treasurers, assistant treasurers, auditors, coun- 
sel and similar officials. Managers and superintendents 
include the general manager, assistant general manager, 
general superintendents and superintendents of depart- 
ments. The third class is made up ef clerks, stenog- 
raphers and other salaried employees not included in 
the first and second class. Under the main heading 
“wage earners,” “other wage earners” are made up of 
power plant employees, employees of maintenance of 
way, transportation and equipment departments, ele- 
vated and subway guards, and employees of electric 
light and power departments which did not make com- 
plete separate reports for such departments. 

The striking feature of this table is a large reduction 


TABLE XIII—STATISTICS OF EMPLOYEES FOR COMPANIES OF DIFFERENT CLASSES, 1922 
Companies Divided According to Annual 


Income from Railway Operations — Companies 
Between Without With Elevated 
All Over $1,000,000 Lessthan Commercial Commercial Railwaysand Surface 
; Companies $1,000,000 and $250,000 $250,000 Lighting ~ Lighting Subways a Lines a 
Salaried geek oi 30.239 22.315 : 
Number, total. aoa aac cialsrsstsararenneteanetarers i , 5,190 2,734 22,959 7,25 % 
Per )O miles of tragki ss cic. stale cpa wasian tee 6. 88 8.11 5.08 4.40 Ney A am 9. 30 13°35 irae 
Per 1,000,000 car-miles.i... Loree cle we whut atta 14.23 12.82 20.17 21.70 1257. 24.41 4.52 15.85 
Per 1,000,000,000 revenue passengers........... 2.39 2.01 4.71 5.23 2.02 5.47 0.79 2.64 
Wage earners 
Nitimber totals: ie aaevarcs aya me areree wicmterene ear 270,284 222,105 33,921 14,258 224,474 45,665 26,007 244,277 
Perf 0 miles of traokeers:1.succcods stellt enenenete 6 81 3 23 62 5 303 ey 
Per 1,000,000 car-miles. .. ook cuca v eee dens sen 127 128 132 113 123 154 86 134 
Per 1,000,000,000 revenue passengers............ 21 20 31 30 20 34 15 22 
Conductors, petra and one-man car and bus operators (30628 107,554 
Wamben totals cv Mee ive este cerceogebe yen en ake mien nate ! F 15,786 7,288 111,063 19,485 
Por'J0miles of track... sdAi5-. te acedeteune mare 30 39 15 | 31 % pdt 76.78 1 
Per 1,000,000 car-miles,....,....00cc cee aeseees 61 62 61 58 61 66 13 70 
10 10 14 15 10 15 2 12 


a—The group classification covers all tracks of the companies allocated according to the principal class of track, the ‘Elevated and Subway” group including — 
a minor amount of surface trackage and the “‘Surface’’ group including some elevated and subway trackage. 


—IExclusive of guards on subway and elevated trains, who are classified under ‘‘all other wage earners.” 
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in the number of conductors and motormen since 1917. 
Of course, this is due in very large part to the increased 
use of one-man cars, and it will be noted that the total 
number of motormen and one-man car operators re- 
gorted for 1922 exceeds the number of motormen (in- 
sluding one-man car operators so far as reported) 
shown for 1917. The report says that there is also 
orobably more efficient operation and a tendency on the 


oart of some companies to operate fewer cars in order ~ 


70 reduce expenses. 

Table XIII shows some interesting averages as re- 
yards employees of companies of different types. Dur- 
ng 1922 the average number of revenue passengers per 
employee was 42,148 and per car operator 97,267. Car 
yperator in this connection is understood to be a motor- 
nan, conductor or one-man car operator. Elevated rail- 
way and subway guards are not included in this 
lesignation. 


Center-Entrance Trailers Con- 


verted to One-Man Motor Cars 


*eople’s Railway Company of Dayton Installed Front 
Entrance Door so That Passengers Board at the 
Front and Alight at the Center 


TY THE conversion of three center-entrance trailers 
into front-entrance, center-exit, one-man cars the 
Yeople’s Railway of Dayton. recently obtained needed 
-dditional motor car equipment at minimum cost, and 
st the same time succeeded in making the converted 
ars pleasing in appearance and efficient in operation. 
‘his work, which was done by the Cincinnati Car Com- 
any, involved the addition of four GE-264 motors with 
ngle-end K-35 control, rebuilding of former trail 
tucks for motor operation and installation of a front 
oor, air compressors and safety car devices. 
The original trailers, which are shown in an accom- 
anying illustration, were equipped with two hand-oper- 
ted sliding doors at the center, and with longitudinal 
2ats throughout. These cars were originally built to 
andle war-time traffic, which consisted of very heavy 
2ak loads from certain designated points, for which 
ailer equipment was considered particularly suited. 
| addition to this, motor cars in Dayton were at that 
me operated by two men, and the use of trailers meant 
ie saving of one man for each two-car unit. After 
‘e war, and with the adoption of one-man operation, 


Floor Plan of the Rebuilt Car 

Shows the General Arrangement. 

Dotted Lines Indicate the Floor 
Plan Before Rebuilding 


An Interior View of the Dayton Car After Rebuilding 
Cross-seats were put into the rear section to induce passengers 


to move back from the front entrance. All piping and control 
wiring are installed under the longitudinal seats. 

the conditions which originally favored the building 
of trailer equipment were eliminated, and consequently 
it became desirable to convert this equipment into one- 
man motor cars suitable for all-day service. The opera- 
tion of several old and heavy motor cars to meet the 
traffic demands made it particularly desirable to provide 
additional light-weight one-man equipment which would 
allow the heavier and older cars to be reserved for 
rush-hour service. 

The appearance and floor plan of the converted cars 
are also illustrated. It was considered desirable to sub- 
stitute cross-seats for the longitudinal seats in the rear 
section of the car, so as to induce entering passengers 
to move back from the front entrance. Since only one 
of the center doors was needed as an exit, the other 
center door was blocked shut and additional seats 
installed in front of it as shown in the drawing. The 
large step well formerly in the center of the body was 
covered over except for a small space in front of the 
exit. This allows passengers to move readily from the 
front to the rear section, without stepping into the well. 

In doing this work, the step-well structure was left 
in place, and a false floor was laid over it so as to 
make the whole body floor level. Additional framing 
was installed so that the side sill could be cut to form 
the well for the front door. 

A CP-27 air compressor was installed under the car 
near one rear corner. Due to lack of room under the. 
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Appearance of the Dayton Trailer Before and After It Was Rebuilt Into One-Man Motor Car 


The rear door near the center was blocked 
shut and a new entrance door put in at 
the front end. 


Lamps installed in. the small housings 
over the tops of the doors illuminate the 
steps and the ground at night, when the 


doors are open. The front end of the 
ee before reconstruction, is shown at the 
right. 


car on account of the framing of the old center well 
the air tanks were installed inside the body under the 
longitudinal seat. All piping and control wiring were 
also put under the longitudinal seat, the wiring being 
installed in flexible conduit. The M-28 brake valve, 
which is part of the safety car equipment, controls the 
front-entrance door, while the center door, which is also 
operated with a National Pneumatic engine, is controlled 
from an auxiliary valve installed in a convenient position. 

Inside the car a mirror is mounted in front of the 
operator so that he can see passengers at the center 
door. A similar exterior mirror on the vestibule corner 
post gives him a view of the center door from the 
outside so that he can see when passengers have 
alighted so that it is safe to close the door. This is 
interlocked so that he cannot start with the door open. 
Outside lamps mounted above the front and center 
doors illuminate the step and the ground near the car. 
These lamps are lighted by switches on the floor engines 
when the doors are opened. 

Conversion of the trucks for motors involved rebuild- 
ing with larger diameter axles and 26-in. wheels in place 
of 24-in. This work increased the weight of each truck 
from 8,600 lb. to 4,000 lb. without gears. The original 
light weight of the trailers was 21,368 lb. complete. 
The changes and additions for one-man motor operation 
increased this weight to 28,800 Ib. complete. The cars 
have a seating capacity of 50 passengers. This is 
slightly less than that of the original trailers due to 
removal of the circular seats at the front end to provide 
space for the operator. 


New Door Arrangement on the 
Berlin Elevated 


To Prevent Door Blockades in the Cars Recently In- 
stalled, the Seating Arrangement Has Been 
Changed and Thus More Space for 
Passenger Movement Secured 


N THE new side-door cars now being put inservice 

on the Berlin Elevated & Underground Railway, a 
different arrangement of doorway has been introduced 
to prevent the blockading of the side entrances by 
standing passengers. This same difficulty of blockading 
has been experienced on rapid transit lines in the 
United States as well as in Berlin. It is found that 
when cars are crowded, there is a tendency on the 
part of one or more passengers at an entrance to remain 
close to the opening and maintain a position there at 


stops by grasping any handhold that may be available. 
This requires other passengers to force a way past. 
The thought of those thus blocking the doorway is evi- 
dently that if they step out onto the platform to leave 
the passage clear, they will not recover their advan- 
tageous position near the door. 

In the United States efforts to overcome this practices 
have included the removal of all handholds on the inside 


me Ldiecal 


One passenger standing 
on each side here blocks 


One passenger standing 
the exit 


on each side here does _ 


5! not block exit =e 


The Old Type of Car on the Berlin Elevated Above. 


The Latest — 
Type Below. k 


The Latter Drawing Shows the Wider Spacing 
of Seats Opposite the Side Doors 


of the car near the doors, and in one case, the Inter- | 
borough Rapid Transit subway in New York City, a 
dividing barrier has been placed at the middle of the © 
entrance so as to provide two passages, each wide — 
enough for only one person. 

On the new Berlin Elevated cars the attempt has — 
been made to grapple with this problem by setting the — 
seats back on each side of the entrances. In the old 
cars, the door was 45 in. wide and the spacing between 
the seats adjoining the door entrance was 55 in. This 
distance has now been increased to 79 in., so that one 
standing passenger on each side of the doce leaves an 
opening at least equal to that of the door. To accom- 
modate this change, the cars are made 33 in. longer. — 
The number of low partitions, or arm rests, between — 
seats and the number of stanchions used for handholds— 
has been increased in the new type of car. One of the 
stanchions in the new design of car is set opposite thet 
entrance in the middle of the car. 

As shown in the accompanying illustrations, ci 
is a folding seat at each end of the car and no passage-~ 
way between the cars of a train. More distinct color-- he 
ing to distinguish the cars of the two classes operated R th 
has also been adopted in the new car. 4 
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Plans for Increased Travel 


Georgia Company Announces. New Car 
Purchases and Bus Extensions Fol- 
lowing Ouster of Jitneys 


With the signing of the new ordi- 
nance barring jitneys from competing 
with street cars in Atlanta, Ga., plans 
are being made by the Georgia Railway 
& Power Company to meet the in- 
creased travel which is expected on 
March 8 and thereafter when the jit- 
neys will have ceased operation. The 
company announced on Feb. 9 that it 
had placed orders for the immediate 
delivery of 20 new, large and modern 
street cars, which will be put into oper- 
ation as the jitneys cease to run. Ac- 
cording to officials of the company, the 
elimination of the jitney is only the 
first step in solving the city’s trans- 
portation problem, and it is ready to do 
its full share in putting the Beeler rec- 
ommendations into effect. They stated 
that the company was willing to confer 
with city officials as to the best manner 
of handling the situation and would 
co-operate with the city in every pos- 
sible way. 

As one of the first steps in this 
direction it is indicated that at least 
two bus lines will be established in 
the near future by the company to sup- 
plement its railway system and serve 
sections of the city not as yet reached 
by any street car line. In fact, on 
Feb. 12 the company petitioned the City 
Council for the right to operate buses 
over two designated routes. One route 
is through the Peachtree-Morningside 
district of the city and the other 
through the Boulevard Park-Highland 
Avenue districts, both of which are at 
present inadequately supplied with 
street car service. 

While it is not yet known what type 
of bus will be selected, or exactly how 
much money will be spent upon the 
auxiliary bus system, it is understood 
that at least 15 20-passenger buses will 
be ordered by the company and that 
several hundred thousand dollars will 
be invested by the company in buses, 
garages and shop facilities for carry- 
ing on this line of work. 

The routes selected for the first two 
lines are, with a few minor changes, 
those pointed out by the Beeler report, 
and stopping places will be indicated 
by neat coach stop signs similar to the 
car stop signs now in use. 

In asking for permission to operate 
the two coach lines, the company points 
out that a heavy initial investment will 
be required to start operation, that the 
lines will have to be operated at a loss 
for at least a year while patronage is 
being built up and that the investment 
will be justified only if the company is 
given the exclusive use of the two 
‘routes. 

The fare on the new bus lines will 
be the same as that charged on the 


street cars, it is understood, and if the 
trade develops properly and the experi- 
ment is a success other buses will be 
added to the equipment of the company 
and other routes added to supplement 
the street car system. 

Entrance of the Georgia Railway & 
Power Company into the bus field has 
been under consideration for some time 
and awaits now only the approval of 
the City Council. The company states 
that it is “deeply appreciative of the 
action of the City Council in voting for 
the elimination of unregulated jitney 
competition with the street railroad” 


and that it will work toward a definite 
solution of the city’s transportation 
problem. 


Maine Central to Study 
Electrification 


Murray & Flood, consulting engi- 
neers, New York, have been retained 
by the Maine Central Railroad to inves- 
tigate and report to President Mc- 
Donald within six months upon the cost 
and feasibility of electrifying the main 
line of the company from Portland to 
Bangor, including various related yards. 


Péttrification Goes Ahead 


Review of Work on Roads Out of New York City Under Jurisdiction of 
State Utilities Commission—Work on Long Island Road’s 
Babylon Line to Be Finished on Time 


APID progress is being made by the 
Long Island Railroad in electrify- 
ing that portion of its line now oper- 
ated by steam from Valley Stream and 
Jamaica to Babylon, a distance of more 
than 25 miles. In fact the progress 
made so far indicates that the schedule 
will probably be met which called for 
the work to be finished by May 1, 1925. 
It is planned to rehabilitate the old 
Central Extension branch from Beth- 
page Junction to Babylon, so that it 
may be placed in operation and thus re- 
lieve the electrified section of the heavy 
summer traffic to the Hamptons and the 
South Shore of the east end of the 
Island as well as furnish better service 
to daily patrons east of Babylon. 

At present there remains only 15 per 
cent of the work planned to complete 
electric operation to Babylon; 36 miles 
out of 53.25 miles of third rail has 
been laid; 16.7 miles out of 18.6 miles 
of a new high-tension transmission line 
extending from Lynnbrook to Babylon 
has been completed; the rebuilding of 
an existing pole line from Rockaway 
Junction to Valley Stream to permit 
transmission at 33,000 volts instead of 
11,000 is about 10 per cent completed. 
There remains to be undertaken pole 
line work between Valley Stream and 
Cedarhurst and the installation of an 
additional feeder between Dunton and 
Rockaway Junction. A new duct sys- 
tem from White Pot to Dunton, 16,495 
ft. in length, has been completed. Sub- 
station buildings at Laurelton, Free- 
port, Wantagh and Babylon have been 
completed. Those at Amityville and 
Lynbrook are about 75 per cent com- 
pleted. Equipment has been installed 
at Babylon and Wantagh. 

This is only one of the pieces of 
electrification work going on under 
the jurisdiction of the Public Service 
Commission of New York. Hearings 
are in progress upon the petitions filed 
in connection with the electrification of 
the Yonkers branch, that portion of the 


Putnam division in the city of Yonkers, 
and the Port Morris branch of the New 
York Central Railroad. An order has 
been adopted approving the petition of 
the New York Connecting Railroad to 
complete the electrification of its rail- 
road in the Borough of Queens. A de- 
termination was reached early in 1924 
in the matter of the electrification 
of the Staten Island Rapid Transit 
Railway and the Staten Island Railroad. 


PROGRESS ON STATEN ISLAND WORK 


This project is now well under way, 
approximately 70 per cent of the sched- 
uled work having been completed. A 
contract has been made by the railroad 
with the Staten Island Edison Corpora- 
tion under which the latter will fur- 
nish the energy to be used. This re- 
quired extensive additions to plant by 
the Edison Corporation, about 40 per 
cent of which has been completed. It 
is now expected that electric operation 
upon Staten Island will be begun about 
Nov. 1, 1925. 

About 90 per cent of all of the 
work required to relay the main run- 
ning tracks with 100-lb. rail has been 
completed, 65 per cent of the necessary 
third rail ties has been installed, 35 
per cent of the third rail has been dis- 
tributed, bonding, preliminary signal 
installation work, platform changes and 
other work are progressing rapidly. 
Plans for all of the necessary substa- 
tions are completed and all of the mate- 
rial with which to equip them has been 
ordered. Orders have been placed for 80 
multiple-unit cars to be operated upon 
the railroad. The Staten Island Edison 
Corporation has made an effective start 
in necessary changes at its power plant. 

The most important and extensive 
change from steam to electrical service 
contemplated under the so-called Kauf- 
mann act is the change to be made by 
the New York Central Company in its 
operation on the west side of New York . 
City. The railroad filed a petition to 
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substitute electricity for the present 
steam motive power. Hearings were 
promptly undertaken jointly by the 
Public Service Commission and the 
Transit Commission of the State of 
New York. It very early developed in 
these hearings, however, that the change 
from steam power to electric power 
could not be undertaken until arrange- 
ments were made not only for the nec- 
essary grade crossing changes but also 
for the essential relocation of a consid- 
erable portion of the railroad’s line on 
the west side of New York. These mat- 
ters are not under the jurisdiction of 
the Public Service Commission. It is 
the understanding of the Public Service 
Commission that they are under con- 
sideration by the authorities of the city 
of New York and the railroad and 
within the last month some three grade 
erossing changes were ordered by the 
State Transit Commission. 


$100,000 Bus Plan for 
Suburban Rochester 


The Rochester Co-ordinated Bus 
Limes, subsidiary of the New York State 
Railways, Rochester Limes, has an- 
nounced plans for a network of bus 
Imes through the towns of Greece, 
Parma, Hilton and places along Lake 
Ontario between Charlotte and Manitou 
Beach, provided the Rochester-Manitou 
Railway's petition to discontinue its 
Tine is granted by the Public Service 
Commission. The lines planned by the 
railway will entail an expenditure of 
at least $100,000. 

The Manitou line, a 9-mile railway, 
operates oniy during the summer and 
serves lake shore colonies. The rail- 
Way now plans year-round bus service. 
Plans are being discussed for turning 
the roadbed into a highway, but oper- 
ation of the bus service by the railway 
is not contingent upon this. 

The fight is still on between the rail- 
Ways and the Ridge Road bus line. 
The Council granted the Ridge line 
permission to operate its buses into 
the Broad Street terminal in Rochester, 
but barred their taking passengers 
within the city limits. The railways 
countered with an application to open 
a bus service over the Ridge Road. The 
town of Greece has granted this per- 
mission and the matter is before the 
Public Service Commission. The move 
will be fought by the New York State 
Auto Bus Association, of which James 
J. Dadd, Rochester, is secretary. 

The New York State Railways, 
through its subsidiary, operates the 
East Avenue bus line, the Dewey Ave- 
nue feeder line and a crosstown track- 
less trolley line. The new plans indicate 
its intention to enter the bus business 
on a wide scale, based on the success of 
its experiments to date. 

The petition to the commission ask- 
ing permission to abandon the Roches- 
ter-Manitou line seis forth that in 1922 
the net loss was $5,809; in 1923 it was 
$7371 and im 1924 $12,815. The peti- 
tion shows that the company has a 
deficit of $25,882, with cash on hand of 
only 50 cents, and miscellaneous ac- 
counts receivable of only $10, whereas 
it owed $12,607, besides its funded debt 
of 385,000 principal and $1,308 accrued 
interest. 
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Commission Blameless, But 
Needless 


Governor Smith Runs with the Hares 
but Holds with the Hounds on New 
York Situation 


Governor Smith of New York recom- 
mends the abolition of the present 
Transit Commission and the transfer of 
its duties and powers to the Board of 
Transportation of New York City. This 
he did in a message sent to the Legisla- 
ture on Feb. 16 in which he reviews the 
investigation conducted by Supreme 
Court Justice John V. McAvoy into 
transit matters in the city of New York 
and quotes at length from his report. 

Tcuching upon the bus situation, che 
Governor in his message said: 

Tilegal operation of buses is against the 
law and nobody can defend it. A munic- 
ipaliity should not be above the law any 
more than an individual. While this report 
makes no définite recommendations as to 
legislation, I call your attention to my an- 
nua! messages of 1923, 1924 and 1925 and 
special messages dealing with this subject, 
in which I have repeatedly urged that all 
the cities of the State be given the right to 
owr and operate bus lines. 

Reference is also made by the Goy- 
ernor to that part of the report of Jus- 
tice MeAvoy in whick the justice said: 

The proof presented with respect to the 
charges filed by the Board of Estimate and 
Apportionment against the Transit Com- 
missicners shows that the charges ara 
Without foundation and that no cause exists 
for the removal from office of the Commis- 
sicners. 

In his comment on this the Governor 
said: 

I approve this conclusion. 
ever, a SEarp distinction between the re- 
mcval from office of individual commis- 
sioners upon charges of misconduct and 
the abolition of 2 commission itself as an 
agency of government. After removal upon 
charges the obligation would still rest upon 
the Governor to appoint successors to the 
office. I have held continuously since 1923 
that there is no need for such an agency 
of government as the Transit Commission. 
Tits existence in the city of New York has 
given rise to a division of responsibility 
in the past with respect to transit matters. 

In 1923 and 1924 the Governor recom- 
mended the abolition of the Transit 
Commission and stated that in his be- 
lief its powers could be lodged in the 
municipality. Since that time the 
power to construct new subways has 
been taken from the Transit Commis- 
sion and placed in the Board of Trans- 
portation of New York City, but all 
other powers remain as before in the 
Transit Commissicn. He is still of the 
opinion that the Transit Commission 
should be abolished. He said: 

The deplorable transit conditions in New 
¥erk are admitted by everybody. The im- 
mediate question, therefore, is relief, and 
relief at the earliest possible moment for 
the millions of people who live in the city 
of New York. I urge upon the Legislature 
to study the consiructive recommendations 
of this report and by following the recom- 
mendations herein contained to make its 
certribution to the health, happiness and 
cemfort of the people of the largest city in 
the country. 

Meanwhile, Senator James A. Hig- 
gins has introduced a bill calling for a 
referendum on municipal operation of 
subways and a 5-cent fare. A second 
new bill, offered by Senator Thomas 
F. Burchill, demands that the Inter- 
borough, B.-M. T. and all other railroad 
companies in the metropolis replace 
wooden cars with steel ones within a 
year. This is direct repudiation of Jus- 
tice McAvoy’s findings, which declared 
wooden cars safe. 

Four bills have been introduced in 
the New York Legislature which seek 


There is, how- 
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to afford legal aid to operation of mo 
tor buses. One of the measu 
would authorize street surface 
roads to exercise all powers confe 
by law upon a stage coach corporati 
At the present time it is necessary 
an electric railway wishing to ope 
a bus line to do so through a hold 
company. Another measure wo 
amend the railroad law by autho 
ing the Public Service Commission to 
permit a street surface railway to ~ 
substitute a stage route, bus or motor 
vehicle route in place of any part of 
its railroad. Still another bill would 
amend section 22 of the transportation — 
corporation law by empowering stage 
coach corporations to own, maintain — 
and operate automobiles and other 
vehicles for transporting persons for 
hire, including sightseeing trips. 
fourth bill would add a new section to 
the transportation corporations law 
authorizing the Public Service Com- ~ 
mission to grant a stage coach corpo- 
ration a certificate for operating a 
through route, in lenth 100 miles or © 
more in one general direction, withou 
the consent of local authorities. 


Service Cuts in Buffalo—Mayor’ es) 
Baiting Tactics Harmful 


alate mm tem : 
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Service on five local lines of the In 
ternational Railway in Buffalo, N. Y., 
will be abandoned on Feb. 22 and sched- 
ules on various other lines will be 
materially curtailed as the result of 
increased operating deficits. Every 
possible economy will be made. ; 

On Feb. 15 the company placed o 
man cars in operation on the Sen 
Street and South Park lines, two of the 
heaviest patronized lines in the city, 
and on Feb. 22 the use of one-man cars 
will be extended to three other local 
lines. One-man cars will soon be Im 
service on practically all the local limes 
in Buffalo where near-side pay-enter |® 
ears are in operation. This economy ~ 
in operation is expected to save — 
railway upward of $760,000 annually. — 

Mayor Frank X. Schwab announced 
he would declare an emergency exis 
and would issue permits for the opera- 
tion of jitneys as soon as the railway 
abandoned service on its local lines. 

Criticism of the attitude of the Mayor 
in his handling of the traction problem 
is voiced by Herbert G. Tulley, presi 
dent of the International Railway, in 


tributed by the railway to ear ride 
Mr. Tulley said in part: 


Enccuraging the strikers, who had un 
a previous management tied up every st 
car in Buffalo in order to enforce the imn 
diate Dayment of increased wages, was 
tainly the wrong way to go about reduci 
the company’s operating costs so as to help 
it to Keep the 5-cent fare. Encouraging 
jitmeys to rob the company of its” S 
prefitable short riding, as was done, 
the delaying of bus consents to the In 
natioral for so long a period, had also 2 
very bad effect. The city should shave 
granted the company the right to operate 
and then helped us to keep fares down, as 
well as costs, which must always be pai 
from fares. 7 

The Mayor’s New Year greeting contain 
the words, “Small-town criticism has m 
Place in the city of Buffalo, and a resol 
tion that should be made by all of 
might be, ‘Here’s where I live. I 
boost Buffalo in 1925..” IL R.C. men al 
managmeent would gladly give the goodl 
to “small-town criticism’ and help th 
Mayor keep his 1925 resolution, so tha 
car riders may benefit from city-compal 
co-operation in a measure comparable wii 
the possibilities already shown by co-opet 
ation of men and management. a 


~ 
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Board Recommends Service 
_ Improvements in Trenton 


The Board of Public Utility Commis- 
‘sioners of New Jersey recently sub- 
mitted a report outlining the results of 
,an investigation into the trolley service 
im Trenton. The suggestions for im- 
proving the service were applicable to 
the Trenton & Mercer County Traction 
“Corporation and also to the regulation 
»of traffic by the city authorities. The 
commission felt that one of the prin- 
cipal sources of complaint was irregu- 
‘lar headway. It recommended the use 
of more men to supervise operation of 
It also recommended that car 
atforms should be reconstructed to 
acilitate speedy loading and unloading. 
s another remedial measure the board 
ecommended additional layovers at the 
various terminals to permit the absorp- 
tion of delays in normal running sched- 
- It urged additional facilities for 
“turning back cars where there had been 
“unusual breaks in the headway. 

_So far as the City Commissioners 
} were concerned the board recommended 
further regulation of traffic by the 
»elimination of parking in the center of 
sthe city between certain streets, at 
B during the peak traffic hours, and 
the further diversion of motor vehicle 
‘traffic from the more congested thor- 
pughfares upon which the trolleys were 
pperated. In making its recommenda- 
ions the board said that it was mind- 
'ful of the difficulties of the situation 
because of the narrow streets and the 
tremendous growth in automobile 
It believed that service could 
improved by co-operation between 
e City Commission and the company. 


ears 


ies. 


rraiic. 


Bus Bill in Massachusetts 
Provokes Discussion 


_ Representatives of the bus lines in 
Massachusetts resent the thought of 
ing placed under control of the 
MM achusetts Department of Public 
Utilities. This they made plain in their 
Might against a bill to regulate them, 
filed by Clinton Q. Richmond, president 
wot the Berkshire Street Railway, when 
"the matter was discussed by the joint 
egislative committee on street rail- 
wways. Mr. Richmond would require 
us lines to secure a certificate of 
convenience and necessity from the 
Department of Public Utilities in addi- 
tion to the permission of local author- 
ities in communities in which they plan 
to run. The department would be per- 
itted to refuse or recall the license 
nd indicate the route. 
Day Baker, who represents the bus 
owners, contends the only dispute be- 
‘tween the railways and the bus owners 
ts over the question of the proper board 
of regulation. He says that the De- 
tment of Public Works is best quali- 
Hed to have jurisdiction. He has a bill 
shat would make the Public Works De- 
ment the sole authority to license 
pperations when the routes extend 
Deyond any city or town. Mr. Baker 
said that at present one city or town 
may hold up the entire operation by 
pfusing permission to pass through 
chat particular locality. 

James M. Swift, counsel for the 
fotor Coach Association of New Eng- 
and, is supporting the Baker bill. 
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W. F. Smith of the Royal Blue Line, 
George E. Marsters of the Marsters 
Tours, B. L. Thomas of the Sightseeing 
Tours and Harry J. Dooley of the Gray 
Line Auto Tours also are in favor of 
the Baker bill. 


2,000,000 Bus-Miles in Detroit 


The Department of Street Railways 
in the City of Detroit is installing an- 
cther bus line to have a length of 38 
miles, making the eighth coach line for 
the motor coach division to operate. 
This line will extend from the terminal 
of the Fort Street car line at the West 
Jefferson carhouse to Siate and Fort 
Streets in the village of Lincoin Park. 
According to Ross Schram, generai 
manager of the D. S. R., the city will 
cperate over 2,000,000 coach-miles this 
year. Six coach lines were started in 
the month of January with a total of 23 
miles and 250,000 fares were collected 
during that month, It is anticipated 
that within 30 days the D. S. R. will 
be collecting 350,000 bus fares monthly. 

The line on West Fort Sireet will 
exhaust the last of the 50 single-deck 
buses rented from Dodge Brothers. 
More buses are to be requested from 
the Council and it is also planned to 
build two service garages, one for the 
east side and one for the west side of 
the city, to care for the buses. 

Operators of the city buses are ob- 
tained largely from among the D. S. R. 
platform men. The D. S. R. motor 
ceach division is expanding so fast that 
difficulty is found by the department 
in keeping up with the demand for re- 
vision of running schedule. Maps have 
been prepared by H. M. Gould, assist- 
ant general manager, and Frank Pep- 
pler, superintendent of the division, 
showing the location of all the coach 
lines. Patrons of the line are supplied 
with copies of these maps and also with 
time schedules. Criticisms or sugges- 
tions in regard to the service are 
solicited from the patrons. 


Accidents Decreased 23 per Cent 


One year of an intensive accident 
campaign on the Chicago Surface Lines 
has resulted in a reduction of 23 per 
cent in fatalities. All accidents, re- 
gardless of responsibility, are in- 
cluded in the figures, which will be pub- 
lished in advertisements in Chicago 
newspapers. The campa’gn was con- 
ducted by Victor T. Noonan, who ad- 
dressed 100 group meetings in 1924. 
The statement “Saving Lives,” follows: 


There was a reduction of 23 per cent 
in the number of fatal accidents on the 
Chicago Surface Lines last year as com- 
pared with 1923. 

This was achieved despite the fact that 
a hundred more cars were in operation and 
several hundred more men were employed 
on the system last year, and at least 50,000 
More automobiles were on the streets. 

_ it is a direct result of careful organiza- 
tion in the interest of public safety. 

A general advisory council composed of 
company Officials meets with the company's 
accident prevention engineer at regular in- 
tervals to determine safe policies 

Employees’ councils study accident pre- 
vention and report unsafe practices and 
conditions to the accident prevention engi- 
neer and the general advisory council. 

One hundred group meetings of em- 
ployees were held last year for the pur- 
pose of discussing safety. 

Thus every individual is brought to 
realize his personal responsibility for the 
comfort and safety of others. 

Lat =* Sane is safety week on the Sur- 
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Ottawa Revenue Loss Charged 
to Bus Competition 


The Ottawa Electric Railway, Ot 
tawa, Ont., says that the operation of 
bus lines is largely responsible for the 
receipts of the company falling $109.- 
484 below the estimate for last year as 
made in the Feustel report. This con- 
tention was made by the company in 
a letter to the special street railway 
committee, which met recently. The 
company claims that the bus Imes are 
breaking the law by carrying passen- 
gers from one point to another within 
the city limits. The company asked 
the city to co-operate in securing legis- 
lation to prevent the bus lines operat- 
ing within the city. The committee 
agreed to the company’s plea for special 
legislation and also agreed to co-operate 
with the company in an application for 
increased borrowing powers. 

The company now has power to bor- 
row on bonds up to $1,000,000 for con- 
struction work. It wants t» borrow up 
to 75 per cent of its asseis if necessary. 
The committee agreed to recommend 
that the company be allowed to defer 
the construction of the extension from 
Queen Street along Lyon to Gladstone. 
This was to be done this year, but the 
company points out that the extension 
is not warranted by the receipts. Major 
F. D. Burpee, vice-president and man- 
ager, said that the company was” pre- 
pared to carry out other extensions m 
the second year’s program. There was 
no objection to the company’s proposal 
that 40 double-truck or large cars 
should be built within the next 2 years 
instead of 27 large and 20 small cars 
in 5 years. 


Suggests Relief for 
Tacoma Property 


Recommendations have been made 
which favor the granting of certam 
concessions to the Tacoma Railway é& 
Power Company, Tacoma, Wash., in 
the matier of paving requirements, the 
hauling of city employees and direct 
competition by buses, on the basis of a 
2-year experiment, without. abroga- 
tion of existing franchises. The sug- 
gestions were contained in the report 
of the committee on transportation of 
the Federation of Improvement Clubs 
recently submitted to the City Council. 
The commitiee suggested that the com- 
pany be relieved of paving payments 
except to the extent to which the cost 
of paving is increased by reason of the 
presence of the street car tracks, but 
asserted that maintenance of paving 
between tracks should continue as an 
obligation of the company. It sug- 
gested the regulation of buses by re- 
quiring them to run on other streets 
than those with car tracks and requir- 
ing a tax from them. It also favored 
the abolition of free rides for city em- 
ployees except policemen on duty, and 
expressed the belief that for such con- 
cessions the street car company should 
be willing to extend service to present 
unserved sections. Admitting that a 
gross earnings tax on a corporation 
shown to be losing money is probably 
unjust, the committee said that relief 
from this tax should be a last resort. 
The report finally urged greater co- 
operation between the city and the 
railway. 
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St. Louis & Kansas Line 
Seeks Certificate 


Incorporators of the proposed short 
line electric railway between St. Louis 
and Kansas City, Mo., appeared before 
the Missouri Public Service Commission 
at Jefferson City on Feb. 11. They are 
seeking a certificate of convenience and 
necessity to operate the line, but an- 
nounced they were not ready to make 
a detailed showing of the financial back- 
ing of the new venture unless the 
members of the commission absolutely 
insisted upon it. The commissioners 
did not press the point at this time and 
the hearing was adjourned until 
March 5. 

Lee Dunlap, Kansas City, vice-presi- 
dent of the new road, which will be 
known as the St. Louis-Kansas City 
Short Line Railroad Company, and 
S. J. McWilliams, Kansas City, counsel 
for the road, appeared for the road, but 
did not go into its finances except to 
say that bonds probably would be sold 
to defray part of the cost. The 
other incorporators of the road, which 
was granted a charter on Nov. 28, 1924, 
are Frank E. Lott, Kansas City; Ernest 
H. Lawton, Erba D. Smith and William 
H. White, St. Joseph. When the charter 
was issued it was stated $240,000 in 
stock had been subscribed of the total 
capital stock of $2,400,000. 

At’the hearing on Feb. 11 Mr. Dunlap 
stated that virtually all the needed 
right-of-way across the State had been 
obtained. The proposed line extends 
from University City, Mo., to Kansas 
City, a distance of 238 miles. The 
principal towns that will be served are: 


St. Charles, Warrenton, Columbia, New: 


Franklin, Marshall, Higginsville and 
Independence. The road will construct 
two bridges across the Missouri River, 
at Creve Cceur and Arrow Rock. 

Charles G. Miller, Kansas City, at- 
torney for the Chicago & Alton, the 
tracks of which will be paralleled half 
way across the State, was the chief in- 
quisitor for the steam railroads. H. H. 
Larimore of the Missouri Pacific and 
H. J. Nelson of St. Joseph, representing 
the Burlington, protested that before 
the road was authorized to sell 
stocks or bonds it should be made to 
prove its financial responsibility. 

It has been estimated the road will 
cost $26,000,000 for construction and 
equipment. The new road will parallel 
the Wabash from St. Charles to High 
Hill and the Chicago & Alton from 
Marshall to Kansas City. This project 
was referred to previously in the ELEC- 
TRIC RAILWAY JOURNAL. 


P.R.T. Puts Into Operation 
First Loading Platform 


The first trolley car loading plat- 
form for passengers to be operated in 
Philadelphia, Pa., was installed along- 
side the westbound trolley tracks on 
Market Street, at 12th, on Feb. 8, and 
immediately placed in use. The plat- 
form was built and installed by the 
Philadelphia Rapid Transit Company 
at the request of the Highway Bureau. 
The Council appropriated $15,000 to 
pay for the construction and installa- 
tion of a number of the platforms as a 
measure to protect car riders from 
automobiles while waiting for cars, 
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and the Highway Bureau of the De- 
partment of Public Works was author- 
ized to proceed with the project. After 
consulting with the P.R.T., Highway 
Bureau officials found that the com- 
pany could construct and place in 
position the platforms more econom- 
ically than the city could do it and it 
was arranged for the company to do so. 

The platforms are built in sections 
21 ft. long, which may be joined, end 
to end, so that a platform of any length 
desired may be placed at a car stop. 
They are 5 ft. wide and 6 in. high. 
Iron uprights, along the tops of which 
a chain is strung, are placed at inter- 
vals of several feet along the side of 
the platform toward the curb, so that 
passengers waiting for cars are fully 
protected from automobile traffic. 

If the operation of this platform 
is successful others will be placed 
throughout the city at points where 
traffic is heavy. 


Seeks 8-Cent Fare in La Crosse 


Confronted by an_ unsatisfactory 
operating condition which could only 
be eliminated by higher fares and 
lower operating costs if it is to continue 
its business along profitable lines, the 
Wisconsin Railway, Light & Power 
Company has filed with the Wisconsin 
Railroad Commission a petition asking 
for an increase in fares in La Crosse 
from 7 to 8 cents. The company also 
seeks to abolish three cut-rate privi- 
leges covering eight tickets for 50 
cents, the monthly commutation tickets 
of 50 for $2.75, and books of 20 
tickets for $1 to school children. For 
these it would substitute a book con- 
taining seven tickets for 50 cents. 
Permission is also sought to use one- 
man cars on the north side line. 

R. M. Howard, vice-president and 
general manager of the company, ex- 
plained that in 1924 and _ previous 
years the company was unable to earn 
the usual return allowed by law on 
its investment. Responsibility for this 
condition was attributed to paving 
expenses of $50,000 in 1923 and 1924 
and increased use of the automobile. 


Suggests Fellow Workers on 
Board in Detroit 


Ross Schram, general manager of 
the Detroit Department of Street Rail- 
ways, has made a proposal that its 
platform employees nominate a group 
to act in place of the trial board to 
discipline fellow employees. At pres- 
ent the board is composed of Depart- 
ment heads. The proposal was made 
to Neil McLellan, secretary of the 
street Car men’s union, in answer to a 
protest against what Mr. McLellan 
said was an encouragement by the 
department of complaints from the 
street car riders. 

It was announced that criticism 
would be welcomed by the head of the 
department as in the past, but there 
was no objection to having the men 
select a group from among their own 
number to judge the fairness of the 
complaints. The management will as- 
sume the roll of prosecutor in the trials 
of employees accused. If such a plan 
is favored by the men or if another 
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plan is advanced by them it will be 
given a month’s trial to determine 
whether or not it fits in with the policy 
of the department for improving sery- 
ice to the public by giving the men 
added responsibilities. 


Wisconsin Commission Sanctions 
Extensions 


The Railroad Commission of Wiscon- 
sin has voted two to one to grant 
a certificate of public necessity and 
convenience to the Milwaukee Electric 
Railway & Light Company to build an 
electric railway 3.49 miles long for 
freight-hauling purposes from its Lake- 
side power plant west through the town 
of Lake to the freight lines of the 
Chicago & Northwestern Railroad, and 
another line 8 miles from Clement Ave- 
nue paralleling the Chicago, Milwaukee 
& St. Paul line to a point 1% miles 
south of South Milwaukee, where it 
will join the Racine interurban line. 

The company sought the right to 
build the first-mentioned line in order 
to insure an adequate and unfailing 
supply of coal for the power plant and 
a right-of-way for a transmission line. 

The route from Clement Avenue is to 
be used as a cut-off for through pas- 
senger trains on the Racine interurban 
line. 

Commissioners Gettle and MacDonald 
point out that the route recom- 
mended by the Public Land Commission 
is about a mile south of the one peti- 
tioned for by the company, but that 
under the law the company has a mile 
wide margin within which it can build 
its tracks, and the route proposed by 
the objectors is within the mile area. 
They also point out that about $175,000 
has already been spent on the. proposed 
route and that the plea on behalf of 
future zoning regulations could not be 
considered, as the commission cannot 
take into account what may happen 
later. E 

In dissenting on practically all points, 
Commissioner Kanneberg denied there 
would be any increased construction 
and operating costs and held that the 
law permitting change of route applies 
only to open country and not to a line 
in a town, village or city, although not 
incorporated. He also maintained that 
co-operation in zoning and other plans 
to aid in city planning activity must be 
considered by the commission. 


Contract Legal if Approved 
The city attorney of Milwaukee, Wis., 


has ruled that if the Common Coun- © 


cil and the voters approved of the 
proposed service-at-cost agreement now 
being .negotiated between the Mil- 
waukee Electric Railway & Light Com- 
pany and the city it would be legal, 
especially if the city and company en- 
tered into the arrangement voluntarily. 


He gave this opinion following the | 


threatened plan of certain Milwaukee 
business men to invalidate the contract 


by legal action on the ground that the © 


1900 franchise was still effective. The 


city attorney explained that the com- 


pany was now operating under the in- 
determinate permit law which super- 
seded the franchise granted to the com- 
pany in 1900. 
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Student Rates Unfair and Hard 
to Collect, Says P. R. T. 


The Philadelphia Rapid Transit Com- 
pany, Philadelphia, Pa., believes that a 
reduction in fare for high school 
students would be both discriminatory 
and uneconomical. This is the sub- 
stance of its answer to the students’ 
associations of the high schools of the 
city, who petitioned recently for special 
reduced rates for high school students. 
The company said that it was in sym- 
pathy with the large number of 
students who were doing part time 
work in order to defray the expenses of 
their education, but that it would not 
be fair to extend to them a privilege 
which it would be impossible to give to 
the many thousands of young women 
whose financial condition was such that 
even a part time working plan would 
not enable them to secure a high school 
education. To the argument of the 
association that many cities do provide 
-a special fare for students, the com- 
pany said that in practically all cities 
where the privilege existed it had been 
inherited from early days when original 
franchise grants included this and 
other provisions based on other con- 
siderations than the cost of service. 
Experience and observation of the 
Philadelphia management had _indi- 
cated that the practice involved so 
great a cost in collection as to eclipse 
any added revenue brought by in- 
creased riding. 

The company stated that fare reduc- 
tion for such of the high school stu- 
dents as were short riders must await 
completion. of the Broad Street sub- 
way, at which time the company would 
advocate a 5-cent fare for the full 
length of all high-speed lines and a 5- 
cent zone system on surface cars. 


Buses Affect Revenue of Dallas- 
Denton Line 


Bus competition is affecting the reve- 
nue of the new interurban electric line 
of the Texas Interurban Company be- 
tween Dallas and Denton, but the com- 
pany has taken no action looking to a 
curtailment of service. Earnings of the 
Texas Interurban Company, which op- 
erates both the Terrell and Denton 
lines, failed to meet interest charges on 
its investment during January, but the 
loss was all on the Denton line. 

The Terrell and Denton lines were 
built: by the company in fulfillment of 
a commitment made when the railway 
franchise was granted to C. W. Hobson 
and associates in 1917. 


Stations Lengthened in Brooklyn 
to Increase Capacity 


In order to provide for the better 
accommodation of passengers by longer 
trains, the New York Transit Com- 
mission has formally directed the 
lengthening of all of the stations on the 
main line of the Fourth Avenue sub- 
way in Brooklyn. The commission has 
initiated the project with a request 
' that the Board of Transportation make 
the necessary plans and supervise con- 
struction after an appropriation is ob- 
tained from the Board of Estimate and 
Apportionment. Eight-car trains in- 


stead of the present seven-car trains 
will be made possible. 

The additional station-lengthening 
program includes the local stations 
south of Pacific Street to the end of 
the existing line at 86th Street. An 
extension of the Fourth Avenue line is 
under construction from 86th to 95th 
Street, Fort Hamilton, but the length- 
ening of the terminal station at the 
latter point, the only station upon the 
extension, will be taken care of during 
construction. 

All will be lengthened to a full 530 ft. 
At present they are principally 435 
ft. long, those more recently constructed 
being 485 ft. long. 

For the fiscal year ended June 30 last 
the Fourth Avenue line carried 57,838,- 
316 passengers, as against 52,193,641 in 
the preceding similar annual period. 


Railway Expands Bus Lines 
in St. Louis 


The West Florissant-Jennings, Mo., 
line of the St. Louis Bus Company, 
auxiliary of the United Railways, St. 
Louis, Mo., has proved a financial suc- 
cess and the company has placed orders 
for several additional buses to be used 
on the line. The Natural Bridge Ave- 
nue line is also beginning to make a 
little money. Patronage is building up 
very nicely and more buses will be 
added soon. On the West Florissant 
and Jennings line a branch leaves West 
Florissant Avenue at Helen Avenue and 
runs to Melrose Avenue. Eight White 
buses will eventually be used on this 
installation. For a time temporary 
equipment obtained from other bus 
companies was used in this service. 
When the St. Louis-Jennings Electric 
Railway was abandoned a few years 
ago the residents of Jennings and West 
Walnut Manor were left without ade- 
quate transportation, and the new bus 
line with transfer privileges to all the 
city street car lines proved welcome. 

The acquisition of the St. Louis Bus 
Company by the United Railways has 
presented no insurmountable shop prob- 
lems for the latter company. Prior to 
the opening of the bus lines the United 
Railways had large and strictly modern 
garage and automobile repair shops for 
its fleet of automobile repair trucks, 
track department vehicles and automo- 
biles used by officials of the company. 
The 12 buses now in operation on the 
Natural Bridge Avenue and the West 
Florissant Avenue-Jennings-Helen Ave- 
nue lines are being’ housed in the gen- 
eral garage on Thirty-ninth Street just 
north of Park Avenue, near the general 
offices of the railway. The automobile 
repair shops adjoin the garage. The 
shops are equipped with the very latest 
machinery and machine tools for re- 
building and repairing automobiles and 
gasoline engines. The mechanics are 
specialists in auto work and at all times 
18 or 20 boys from the various shop 
departments are students at the David 
Rankin, Jr., School of Mechanical 
Trades. While they are attending the 
school the boys are paid a minimum of 
25 cents an hour, with an increase of 
38 cents an hour every six months. 
When the boys finish their course they 
are given positions in the shops organ- 
ization at the full wage of journeymen 
mechanics. 


Exemption Ordinances Not 
Considered 


Ordinances which would exempt the 
East St. Louis & Suburban Railway, 
East St. Louis, Ill., from obligations 
incurred under a franchise which re- 
cently expired failed to come up for 
final vote before the City Council at 
its meeting on Feb. 9. The Council had 
previously accepted an agreement with 
the company and approved a resolu- 
tion to submit the ordinances to the 
people. 

Michael J. Whalen, City Commis- 
sioner, has led the fight against the 
three ordinances which would exempt 
the railway from paving between its 
tracks on North Seventh Street and 
permitting the abandonment of services 
on other streets. He objected to a 
section in one of the ordinances which 
provided that the company should pay 
an annual tax of $25 a car, the number 
of cars to be based on an 18-hour unit 
of operation a day. The former fran- 
chise provided for the payment of $25 
a year on each car operated. 

At a caucus of the Council on Feb. 10 
W. H. Sawyer, president of the rail- 
way, presented a certified copy of a 
resolution passed by Council on Aug. 
5, 1918, which stated that in the ab- 
sence of a definite method of calculat- 
ing the number of cars operated by the 
company the fee provided for should be 
based on the number of cars in an 
18-hour operating unit a day. 


Buses Supplement Topeka 
Street Cars 


New buses to serve as street cars for 
the outlying districts will be put in 
service by the Topeka Railway in the 
near future. Several of the buses have 
already arrived and are going through 
the paint shop. They will resemble the 
street cars in color and interior ar- 
rangement, each car seating 25. Pas- 
sengers will enter and leave by the 
front entrance, but a rear door has 
been added for emergency use. The 
routes have not yet been mapped out. 
They will not be stub lines, but will run 
all the way downtown. Transfers will 
be interchanged between the buses and 
the street cars. 


Bus Extensions in Oakland 
Announced 


The Key System Transit Company 
will shortly begin the operation of four 
more bus lines in Oakland, Cal. This 
will bring the number of bus lines oper- 
ated by the company in the East Bay 
cities up to ten. These bus lines have 
been installed as the result of the re- 
cent traffic survey and routed in sec- 
tions that have grown to a point where 
more transportation has become vital. 

In making public announcement of 
the new lines, the company said that all 
10 motor bus services now in operation 
or arranged for would be continued, if 
the loss was not too great. The com- 
pany said: “We ask your regular 
patronage in order that these services 
may be maintained and extended. All 
are now operated at a loss, some at an 
unjustifiable loss.” The new buses are 
expected to be ready for operation by 
March 1. 
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Substitute Plan for Pittsburgh.—Car 
looping in Pittsburgh, Pa., was post- 
poned recently pending trial of a new 
substitute plan agreed to by traction 
and downtown interests. Ordinances 
to bring the new plan to a focus were 
ordered drawn on Feb. 16 by the Council 
after a session with representatives of 
both sides of the controversy, which 
has been raging for several weeks. 
One ordinance to be drawn will be a 
new traffic measure which will add 
many downtown streets to the “AA” 
class of streets on which parking will 
not be permitted between 7.30 a.m. and 
6 p.m. The other ordinance entails a 
franchise for the Pittsburgh Railways 
in Diamond Street, which would permit 
the company to create a loop. Mayor 
Magee indicated that the complete 
downtown parking regulations was an 
infringement on the work being done 
by R. W. Marsh, city traffic engineer. 
A traffic ordinance following his survey 
had been prepared, he said, but had 
been withheld from submission to the 
Council. He suggested that Mr. Marsh 
be included in the consultations of the 
interests and the traffic changes be 
worked out together. 

Buses Succeed Cars.—The Union 
Traction Company, Santa Cruz, Cal., 
recently replaced two of its lines in 
that city with three 25-passenger Mack 
buses. Santa Cruz is a city of 11,000 
population. The railway there has been 
operating 15 miles of line. 

Board Intact.— W. W. Knight has 
been reappointed by Mayor Brough a 
member of the Board of Street Railway 
Control of Toledo, Ohio, for 6 years. 
The appointment is effective Feb. 1. 
Mr. Knight has already served a term 
of 4 years on the board and in the last 
2 years has acted as chairman of the 
group. The reappointment of Mr. 
Knight will keep the membership in- 
tact. Other members are H. C. Trues- 
dall, who has 4 years to serve, and 
David H. Goodwillie, who has 2 years 
yet to serve. 


Refuses Higher Bus Fares.—The Pub- 
lic Service Commission has refused to 
grant the application of the Interna- 
tional Railway, Buffalo, for an increase 
in bus fares on the Bailey Avenue line 
from 7 cents to 10 cents to make them 
uniform with the Delaware and Dela- 
van Avenue bus lines. The company 
claimed it is losing $2,000 weekly on 
the Bailey Avenue bus route. This 
line is being operated at the same rate 
of fare as the street cars—7 cents or 
four tokens for 25 cents, with free 
transfers to connecting car lines. The 
company will abandon its Bailey Ave- 
nue car line between Broadway and 
East Seneca Streets on Feb. 22 along 
with four other local lines. 


Bus Permit Granted—The East St. 
Louis & Suburban Railway, East St. 
Louis, Ill., has been granted a permit 
to operate buses over the St. Louis 
Municipal Bridge and to loop around 
the downtown St. Louis business sec- 
tion. The permit was granted by the 
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Board of Public Service of St. Louis on 
Feb. 18. The permit fixes the maximum 
fare at 10 cents. The East St. Louis 
& Suburban has also applied to the 
Illinois Commerce Commission for a 
certificate of convenience and necessity 
to operate motor express trucks in St. 
Louis and National City, Edwardsville, 
Collinsville, Shiloh, Fairmount City, 
Brooklyn, Madison, Alton, Venice, Hart- 
ford, Granite City, Maryville, Wood- 
river, East Alton, Lebanon, O’Fallon, 
Belleville and East St. Louis. W. H. 
Sawyer, president of the company, 
stated that the express trucks will sup- 
plement the present interurban freight 
and express service. 


Experimental Bus Service in Ann 
Arbor.—Under the terms of the service- 
at-cost agreement with the city of Ann 
Arbor, Mich., the People’s Motor Coach 
Company, which is affiliated with the 
Detroit United Railway, started bus 
service in Ann Arbor recently. The 
5-cent trolley lines, which serve only a 
small part of the city of Ann Arbor, 
have been succeeded by a bus system 
of much greater route mileage and 
vehicle mileage at the following fare 
schedules: 10 cents cash, 84-cent token, 
50 rides for $3 on a punch card, and 
$1.25 weekly pass. The agreement per- 
mits the return to railway service after 
one year if the results with buses are 
not mutually satisfactory. 


Commission Vacancies to Be Filled. 
—R. H. Musser, Plattsburg, Mo., one 
of the two Democratic members of the 
Missouri Public Service Commission, 
has announced his intention of resign- 
ing not later than March 1. His term 
expires April 15. The term of E. J. 
Bean, De Soto, the other Democrat, 
also expires April 15. Governor Baker 
will be urged to select engineers from 
St. Louis and Kansas City to succeed 
Messrs. Musser and Bean as the two 
major cities of the state at present are 
without representation on this impor- 
tant board despite the vast public util- 
ities centered in those cities. 

Joint Interurban and Bus Service.— 
An arrangement has been made _ be- 
tween the Toledo & Indiana Railway 
and the Fort Wayne-Toledo Transporta- 
tion Company to operate a joint serv- 
ice between Toledo and Fort Wayne, 
Ind., effective Feb. 15. Five trips each 
way daily will be scheduled. The run- 
ning time is 4 hours and 10 minutes. 
The railway cars take passengers as 
far as Bryan, Ohio. From that point 
the run is made in buses by way of 
Hicksville and Harlan to Fort Wayne. 

One-Man Car Service Started—dIn 
accordance with authorization granted 
by the City Council of Macon, Ga., sev- 
eral months ago, the Macon Railway 
& Light Company recently started 
one-man street car service on the East 
Macon-Montpelier Avenue line. All of 
the old equipment of the company is 
being converted into one-man street 
cars. The service will be extended to 
all other lines as quickly as possible. 
The reconstruction of the cars was de- 
cided upon by the company in working 
out a plan whereby sufficient money 
might be saved and be applied to the 
paving of streets as provided for un- 
der the company’s agreement with the 
city. To meet this requirement it be- 
came necessary to curtail operating 
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expenses, L. A. Magraw, general man- 
ager, announced. 


Will Hear Bus Petition for Niagara 
Falls—Application has been made by 
the International Bus Corporation, a 
subsidiary of the International Rail- 
way, Buffalo, for a franchise to operate 
de luxe buses in the city of Niagara 
Falls as part of the proposed Buffalo- 
Niagara Falls interurban route to be 
established in the spring. The appli- 
cation of the bus company will be 
considered by the Niagara Falls City 
Council at a public hearing on Feb. 23. 
The company says it would charge a 
one-way fare of $1 between Buffalo 
and Niagara Falls. The fare between 
LaSalle and Niagara Falls would be 
25 cents; Buffalo and Tonawanda or 
North Tonawanda, 50 cents, and the 
same fare between the latter two cities 
and Niagara Falls. 


Power Issue to Higher Court.—The 
case of the Community Traction Com- 
pany’s rate for power against the 
Toledo Edison Company has been ap- 
pealed to the Supreme Court of Ohio 
on error. Both Common Pleas and Ap- 
peals Court at Toledo have held against 
the city’s contention that the case is 
one in which the Public Utilities Com- 
mission alone has jurisdiction. Present 
power rates represent a voluntary re- 
duction from the original rates in effect 
for nearly 3 years under the Milner 
ordinance. The rate now is 0.9 cent 
per kilowatt-hour consumption plus a 
service charge of $23,000 a month. The 
original rate was 1.2 cents a kilowatt- 
hour. Through court action the city 
has sought to recover about $200,000 
overcharges during the time the higher 
rate was in effect. 


Railway Wins Cross-Town Bus Per- 
mit.—The Public Utilities Commission 
of the District of Columbia recently au- 
thorized the Washington Railway & 
Electric Company to operate a cross- 
town bus line between 37th and S. 
Streets and 10th and E Streets, North- 
west. The order stipulated that the 
rate of fare to be charged should be 
the same as the current rate of fare on 
street railway lines, except that trans- 
fers between cars and buses should be 
sold at the rate of 2 cents each and will 
be sold only upon the payment of 8 
cents cash fare. The bus line was au- 
thorized to start on or before March 1, 
1925. The railway company was also 
authorized to extend its present Po- 
tomac Park bus route. At the same 
time the application of the Washington 
Rapid Transit Company, which oper- 
ates in the city of Washington and 
elsewhere in the District of Columbia 
independently of the railways, to sup- 
ply cross-town bus service was rejected. 

Insurance Policies Distributed.—For 
the third year, at Christmas, 1924, the 
Interstate Public Service Company, 
Indianapolis, Ind., distributed life insur- 
ance policies to employees who had been 
in the service a year or longer. The 
total amount of the policies distributed 
this past Christmas was $2,191,000 to 
1,123 employees. Of this the company 
paid premiums on _ $1,134,600. The 


employees subscribed for an additional | 


sum of $956,800, through a special 
advantageous arrangement made by | 
the Interstate with the company writ- — 
ing the insurance. 
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$16,500,000 Atlanta Valuation 
Figure Questioned 


The Georgia Railway & Power Com- 
pany, Atlanta, Ga., will not accept the 
Beeler survey figure of $16,500,000 as 
the valuation of its railway property 
for rate-making purposes. This was in- 
dicated on Feb. 13 when officials of the 
company appeared before the special 
traction committee of the Atlanta City 
Council to push their contention that 
the valuation should be $24,094,708, or 
approximately $7,500,000 above the 
Beeler report figures. 

Various evidences of the value of the 
company’s physical properties as listed 
in the Beeler report are as shown in 
the following: 

1. Historial appraisal as of Jan. 1, 1924, 
$13,054,004 

2. Foregoing adjusted to Jan. 1 price 
AGO less observed depreciation, $16,- 

3. Market value of securities, $16,164,023. 

4. Capitalized net earnings under pro- 
posed plan of operation, $15,078,244. 

5. Reproduction cost new less ‘accrued de- 
preciation, $16,252,109. 

6. Reproduction cost new less observed 
depreciation, $17,495 

Ki Reproduction cost new less accumu- 
lated reserve, $17,517,544. 

8. Reproduction cost new, $19,515,720 . 

9. Reproduction cost new less non-essen- 
tial construction, $18,905,102. 

The final judgment of the Beeler re- 
port was that a valuation of $16,500,- 
000 should be set upon the property for 
rate-making purposes. 

Preston A. Arkwright, president of 
the Georgia Railway & Power Com- 
pany, in asking for a higher valuation 
of property, said: 

The Beeler Organization survey was made 
before jitneys were barred from the city. 
It took into consideration all traffic condi- 
tions, including jitneys. We think the 
valuation figure too low and are presenting 
our side of the question to the City Coun- 
cil, believing the actual physical value of 
the property to be at least $24,000,000 in- 
stead of the $16,500,000 given in the Beeler 
report. 

J. L. McLendon, chairman of the spe- 
cial committee considering the seven 
points of the relief petition of the 
Georgia Railway & Power Company, 
stated recently that the committee will 
meet soon to consider other phases of 
the petition. 

In connection with the valuation 
matter the Beeler report said that con- 
sideration had been given to all 
evidence tending to determine the 
original cost of construction of the 
present plant, the amount and market 
value of the bonds and stock of the 
company, the present as compared 
with the original cost of construction, 
the probable trend of railway construc- 
tion costs in the future, the estimated 
earning capacity of the property under 
particular rates, the sum required to 
meet operating expenses, the age and 
probable useful life of the various items 
of the property, the exhaustion, wear 
and tear, obsolescence and inadequacy, 
the manner in which it has been main- 
tained, the amounts expended for main- 
tenance, the present operating condi- 
tion of the property and the amounts 
accumulated on the company’s books 


in the reserve for renewals and re- 
placements. 

It will be recalled that the ordinance 
virtually eliminating jitney competition 
with the railway was passed by the 
City Council and has now been ap- 
proved by Mayor Sims. In addition to 
asking elimination of jitneys, other 
matters suggested in the relief petition 
of the company are: Increase of cash 
fares to 10 cents, tickets to be sold at 
the rate of 6% cents each; 2 cents charge 
for transfers; reasonable revision of its 
operating routes; elimination of un- 
necessary stops; relief to the extent 
necessary of all gross receipts tax and 
relief to the extent necessary of all 
street paving charges. 


Allows Partial Abandonment 
in Yonkers 


The New York Public Service Com- 
mission issued an order on Feb. 13 con- 
senting to the abandonment by the 
Yonkers Railroad of certain of its 
routes in the city of Yonkers. The 
commission disapproved the abandon- 
ment by the company of the Nepera 
Park line on Nepperhan Avenue with- 
out prejudice to a renewal of that ap- 
plication on changed conditions or fur- 
ther proof. Concerning the claim of 
the city that sums paid to the Union 
Railway for use of its tracks for inter- 
city business were excessive, Commis- 
sioner Semple said that he was not 
convinced that these charges were ex- 
cessive. He thought the contract fair 
to the Yonkers company and that if 
it were deemed fair by the Union Rail- 
way its continuance was very much in 
the public interest in giving convenient 
access to the station of the Interbor- 
ough company by the Yonkers people. 
On the subject of bus applications Com- 
missioner Semple said that he thought 
the company was entitled to the ap- 
proval of its declaration of abandon- 
ment without regard to any applica- 
tions either by the company or by other 
persons for consent of the Yonkers city 
authorities to the operation of buses 
on routes which might serve localities 


to be abandoned. 


317 


Refinancing Plan at Columbus, 
Ohio, Approved 


The $25,000,000 refinancing plan of 
the Columbus Railway, Power & Light 
Company, Columbus, Ohio, as proposed 
by former President Charles L. Kurtz 
and amended at a special stockholders’ 
meeting on Jan. 28, was passed by the 
stockholders at another special meeting 
held at Columbus on Feb. 10. 

The amended plan gives the stock- 
holders 6% per cent per annum on the 
series B preferred and in exchange for 
each share of series B the holder will 
receive one share of the new and 25 
cents. The holder of the present series 
A preferred will receive for every 100 
share 105 of the new series A, which 
will provide the shareholder an income 
of 635 per cent. All preferred stock 
will lose its voting power and the 
series B will have a retirement value 
of 110. Common stock will be ex- 
changed on the basis of two shares 
for one. 

It is pointed out that with the 
amendments to the Kurtz readjustment 
plan an additional $500,000 will be 
gained by the company. 

Following the adoption of the re- 
financing plan, the stockholders decided 
to issue 30,000 shares of non-par com- 
mon stock at $57.50, subject to the ap- 
proval of the State Utilities Commis- 
sion. In putting the new common on 
the market at 57% and in giving holders 
two of the new shares for one of the 
old, the price of the common stock is 
kept at 115, the price paid by Cyrus S. 
Eaton, Cleveland, who recently secured 
a controlling interest in the Columbus 
company. 

It was estimated that approximately 
$9,000,000 will be needed to provide 
for the growth of the power and light 
company during the present year. In- 
cluded in this estimate is the cost of 
the new power station which is being 
erected 8 miles south of Columbus at a 
cost of $6,000,000. It is expected the 
new plant will be completed by next 
fall. 


Surplus Increases on New York 
State Railways 


A comparative statement of the earn- 
ings and expenses of the New York 
State Railways, Rochester, for the 
years ended Dec. 31, 1924 and 1923, 
was recently submitted by President 


now served by the railroad and desired Hamilton to the stockholders. The re- 
port follows: 
SUMMARY OF OPERATIONS OF THE NEW YORK STATE RAILWAYS 
1924 1923 
PVALW ST OPOTAL OI FOV ENINOR SAT. 6 oe ioscan Sida Own garam eMand ares $10,358,198 $10,800,517 
i 7,257,744 7,708,178 


Railway operating expenses (including depreciation) 


Net revenue railway operations................... 
Net revenue auxiliary operations.................. 


Netoperatingirevenie wens. ash cil a bits nti dam ei 


Taxes assignable to railway operations............ 


OpErahingmconie nar eres a. Secu: os caleiciait raw se es 
INOn-OperatMg INCOME wn. ..6 seek ete see eee 


KG POSB AN COME a oneaneNes emtiG lense oyshoig ses Sos as Rayon 


Deductions from gross income...... - 


Net income 


Harned on common stock.............0005 eee eeeee 
ividends ComuION BtOGK. osi-5 va a's ~ s clece es aes ek 


Sinking fund appropriations.....................-- 
Dividends preterredistock....0. 5.05 0.006 vee dye eens 


Sedee sc ricy ate $3,100,453 $3,092,339 
Rae ert 65 2,482 
risa oe ate $3,101,119 $3,094,821 
ee nee ae 711,305 797,121 
Sr ee ~~ $2,389,814 $2,297,699 
ie eee 125,071 76,868 
ae PAR $2,514,886 $2,374,568 
eG Erodes 1,478,478 1.451.177 
Ree $1,036,407 $923,391 
eek. area 34,636 34) 129 
Aptos ot (5%) 193,125 (5%) 193,125 
ee (4.05%) $808,645 (3.49%) 696,136 
pS operrecne (23%) 448,762 
a ainda $808,645 $247,374 
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Steady Progress Reported from 
St. Louis 


At the annual meeting of the United 
Railways, St. Louis, Mo., on Feb. 10 
officers were re-elected. The reorgan- 
ization committee reported the prog- 
ress of its work to,date and the adop- 
tion of the plan for the reorganization 
made public last November. The re- 
port of this committee was approved. 

One of the next important steps to 
be taken by the reorganization com- 
mittee is the securing of a new city 
franchise. This matter, however, will 
be permitted to remain dormant until 
after the municipal election in April. 
In that way the possibility will be 
avoided of injecting the franchise mat- 
ter into the political battle. 

A bill of complaint alleging that a 
number of prominent St. Louisans who 
have been or are connected with the 
United Railways as officers or stock- 
holders mismanaged the company and 
its finances, with a resultant loss to 
other stockholders, was filed with the 
United States District Court at St. 
Louis on Feb. 9 by counsel for John B. 
Downing and Robert C. Delbridge, 
stockholders of the company. The bill 
asks that those complained against be 
held accountable for any losses the 
company may have sustained through 
the alleged mismanagement. 

The traffic on the United Railways’ 
lines aside from the Missouri Electric 
Railway fell off in January compared 
with the similar month in 1924. The 
gross receipts for the city lines in Jan- 
uary approximated $1,571,000, against 
$1,683,000 in January, 1924. The Mis- 
souri Electric’ showed $11,000 against 
$14,000. 


Interurban, Long in Receivership, 
Now Paying 


An offer has been made to the pre- 
ferred stockholders of the Buffalo & 
Erie Railway, Buffalo, N. Y., to ex- 
change their preferred stock for the 
A and B stock of the International Util- 
ities Corporation. The sponsors for 
the offer are Chandler & Company, 
New York City. As organizers of the 
International Utilities Corporation that 
firm recently took over the bonds of the 
Buffalo & Lake Erie, with all common 
stock, and issued 5 per cent preferred 
stock, amounting to 7,005 shares, in 
exchange. This preferred would now 
be exchanged for the shares of Inter- 
national Utilities on the following 
basis: 

Each share of the preferred stock of 
the Buffalo & Erie Railway will receive 
one-half share of the Class A stock and 
one-half share of the Class B stock of 
International Utilities. The Class A 
shares are quoted in the market at 
around 47 and the Class B around 13. 

The reorganization agreement that 
was submitted to *the bondholders of 
the Buffalo & Lake Erie Traction Com- 
pany, the predecessor of the Buffalo & 
Erie Railway, which has been in re- 
ceivership since the bonds went into 
default in 1912, provided for the or- 
ganization of two new companies, the 
Buffalo & Erie Railway and the Erie 
Railways. 

Since taking charge last September, 
Chandler & Company have not .only 


improved. service on the traction lines, 
but through the adoption of one-man 
cars and the application of more inten- 
sive methods of selling have put the 
line on a paying basis. The Buffalo & 
Erie serve a population of 700,000. It 
operates 125 miles of track, with 41 
miles over private right-of-way. 


Youngstown Operates at Profit 


For the first time since Jan. 16, 1919, 
when the service-at-cost franchise of 
the Youngstown Municipal Railway be- 
came effective, has the company shown 
a profit after paying all costs, and a 7 
per cent return on the capital invest- 
ment. This was in December, 1924. 
The actual profit was $187 for the 
31-day period. Gross revenue for the 
month was $185,413. ‘The operating 
cost was $185,413, divided as follows: 
$110,819, actual cost of operation; 
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$45,435, cost of maintenance; $1,739, 
taxes; $27,418, return on investment. 

While the actual surplus was only 
$187, the book surplus shows a profit 
of $2,575, placed in the stabilizing fund. 
This difference between the book profit 
and the actual surplus is the difference 
between $5,196 saved on the allowed 
operating expenses and the $7,585 ex- 
pended for road improvements, a differ- 
ence of $2,388. When this sum is sub- 
tracted from the book balance it gives 
the $187 surplus. 

In the annual report, Dec. 24 has 
been marked as the biggest day of the 
year. This, Christmas eve, showed that 
123,000 passengers were transported by 
the buses and trolleys. For the month 
of December 479,493 passengers were 
earried. Earnings per car-mile were 
38.70 cents, while the operating costs 
were 38.66 cents. 

For the year there was a deficit of 


$217,041 owing the Pennsylvania-Ohio 
Power & Light Company, the parent 
company. This is the ‘difference be- 
tween the amount allowed under the 
7 per cent return ruling and the amount 
actually paid by the company. The re- 
turn allowed under the franchise was 
$321,584, while the amount paid was 
$104,548. This deficit was added to the 
deficit which has accumulated during 
the last five years. 

Gross revenue for 1924 was $1,909,- 
908. The cost of operation was $1,262,- 
388; cost of maintaining the lines, $447,- 
612; taxes, $95,364; return on the in- 
vestment, $321,584, leaving the deficit 
$217,041. 

During the four-year period from 
1921 to 1924 there has been a steady 
increase in the gross revenue, mileage 
traveled and passengers hauled. 

Bus service was started in 1922. The 
valuation of the road has been increased 
from $4,406,071 on Dec. 31, 1921, to 
$4,760,327 on Dee. 31, 1924. 


Sale of Portland Properties 
to Be Consummated 


More than 29,000 shares of stock of 
the Cumberland County Power & Light 
Company, Portland, Me., have been de- 
posited in acceptance of the purchase 
offer of Albert Emanuel Company, New 
York. Settlement will be made Feb. 
16. The purchase price is $136.50 a 
share. Of the total of 30,000 shares, 
16,000 were owned by E. W. Clark & 
Company, Philadelphia, and J. & W. 
Seligman & Company, New York. In ac- 
cordance with the agreement for sale of 
these shares a similar offer was made 
to minority holders. According to the 
offer the purchasers reserved the right 
not to consummate the sale unless they 
secured 25,000 shares. 

Reference to the offer of purchase 
was made in the ELEcTRIC RAILWAY 
JOURNAL for Jan. 31, page 201. In- 
cluded in the properties is the Portland 
Railroad, which operates 105 miles of 
city and suburban railway. 


Pensacola Property Taken by 
Alabama Power Interests 


Interests closely affiliated with the 
Alabama Power Company, Birming- 
ham, Ala., have acquired the Pensacola 
Electric Company, Pensacola, Fla. 
Plans are under way for the extension 
of hydro-electric service from the Ala- 
bama company’s system in South Ala- 
bama to Pensacola and other cities of 
North Florida. 

The effect of the sale of the Pensa- 
cola Electric Company, it is believed, 
will be to make it an operating sub- 
sidiary of /the Alabama Power Com- 
pany. The Pensacola company is 
controlled by Stone & Webster. It op- 
erates 25 miles of electric railway. For 
some time the property has been un- 
der the direction of J. G. Holtzclaw as 
receiver. 


TRAFFIC AND MILEAGE STATISTICS OF YOUNGSTOWN MUNICIPAL RAILWAY 


Year Earnings 
V9.2 oot eee $1,463,352 
1922; See 1,491,095 
1923. 1,707,530 
F924... a eee 1,909,908 


Passengers Car-Miles  Bus-Miles Total Miles 
21,703,998 3579532 re. 3,579,532 
26,337,168 4,010,067 112;901 4,122,968 
28,807,622 3,979,806 919,557 4,899,364 
30,526,353 3,885,882 1,511,091 5,396,973 
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Auction Sales in New York.—At the 
public auction rooms of A. H. Muller 
& Sons there were-sold this week 465 
shares of collateral trust certificates of 
the Chicago Elevated Railway, Chi- 
cago, Ill., prior preferred participation 
shares, $37 lot. 


Abandonment Application Turned 
Down.—The California Railroad Com- 
mission has denied the application of 
the, Pacific Electric Railway for per- 
mission to suspend operation and re- 
move the tracks of its Brockton Avenue 
line in Riverside, but has granted per- 
mission to the applicant to abandon 
service on the Seventh Street and Fair- 
mont Park-Victoria Avenue lines. The 
railway alleged that the traffic did not 
warrant the expense of maintenance of 
the service and that the company was 
faced in the immediate future by the 
necessity of assuming heavy expense 
on account of paving. The commission 
found that the Brockton Avenue line 
was paying a small return and its 
abandonment would not be warranted. 


Ottawa Electric Pays $279,075.—The 
directors of the Ottawa Traction Com- 
pany, Ottawa, Ont., recently submitted 
their report for the year ended Dec. 31, 
1924. This company owns the Ottawa 
Electric Railway, which operates the 
railway system in Ottawa. The amount 
received from the Ottawa Electric 
Railway during the year was $279,075, 
with which was paid the usual quarterly 
dividend of 1 per cent and a bonus of 
1 per cent. The report states that 20 
new pay-as-you-leave cars have been 
purchased and are now in operation. 
A great deal of track construction work 
was completed during the year. A 
large modern carhouse and repair shop, 
now under construction in the west end 
of the city, is expected to be ready for 
use early this spring. 


$17,650,000 Debentures to Be Re- 
tired.—It is announced from Montreal, 
Que., that the Montreal Tramways will 
retire $17,650,000 of its debentures by 
exchanging them for 30-year general 
mortgage bonds. The first mortgage 
bonds, of which $21,351,000 are out- 
standing, will be closed at $25,000,000. 
Both steps are in connection with the 
plans to round out the company’s finan- 
cial structure. 


Interurban Sold at Auction. — The 
Columbus, Newark & Zanesville Hlec- 
tric Railway, with headquarters and 
terminal at Columbus, Ohio, was sold 
at public auction at Newark, Ohio, on 
Feb. 3. The property consists of two 
divisions. The Columbus and Buckeye 
Lake division brought $400,000 and the 
Newark and Zanesville division $350,- 
000, both figures being the minimum 
price fixed by the court. Howard C. 
Johnson bought the first parcel, and 
John C. Jones the second. Both buyers 
represent the bondholders. James R. 
Fitzgibbons, attorney for the company, 
said that after the reorganization has 
been effected, plans already made for 
improving the property would be car- 
ried out. 


Office and Carhouse Sold.—The ter- 
minal and carhouse of the Trenton & 
Princeton Traction Company at West 
Hanover and Warren. Streets and 
Chancery Lane, Trenton, N. J., has been 
sold to William A. Weinmann. Trolley 


cars will continue to use the terminal 
under a lease but the railway will erect 
an office and carhouse some distance 
from the center of the city. 


Preferred Stock Offered—A syndi- 
eate including Hambleton & Company, 
Baltimore, Md., is offering at $96 a 
share and accrued dividend yielding 
about 7.30 per cent 15,000 shares of the 
Southern Power & Light Company’s 
cumulative participating preferred 
stock, no par value. The Southern 
Power & Light Company controls by 
ownership of all of the common stock 
the Louisiana Power Company, the 
Louisiana Power & Light Company, the 
Mississippi Power & Light Company 
and indirectly, through the Arkansas 
Light & Power Company, the Pine 
Bluff Company. The properties of the 
subsidiaries include 37 miles of electric 
railway. 


Sale of Power Plant Arranged—The 
price at which the North Avenue power 
house in Youngstown, Ohio, is to be 
returned by the Youngstown Munic- 
ipal Railway to the Pennsylvania-Ohio 
Electric Company has been agreed on 
at $600,000, the price paid by the city 
to the P-O when the city took over the 
plant. The power rate which the Mu- 
nicipal would have to pay the P-O 
after the station is returned has not 
been established because the two par- 
ties were unable to agree on the effi- 
ciency of the Pennsylvania-Ohio com- 
pany’s equipment which must be used 
in converting the city’s power from 
alternating to direct current. It has 
been agreed to leave final decision in 
the matter of conversion equipment in 
the hands of chief engineers of the 
Westinghouse Company and the Gen- 
eral Electric Company. They will be 
asked to submit figures on the new 
equipment such as would be necessary 
to convert to direct current the amount 
of alternating current required by the 
city. 


New Directors Elected.—H. B. Voor- 
hees, general manager of the Cin- 
cinnati division of the Baltimore & 
Ohio Railroad and Joseph B. Verkamp, 
clothing manufacturer, were elected 
directors of the Ohio Traction Com- 
pany at the recent annual meeting of 
the stockholders. They succeed Bayard 
Kilgour and A. J. Becht, president and 
secretary respectively of the Cincinnati 
Street Railway. The Ohio Traction 
Company is the parent company of the 
Cincinnati Traction Company, which 
operates the street railway system in 
Cincinnati under lease from the Cin- 
cinnati Street Railway. 


Bonds Being Offered.—The issue of 
$2,116,000 of first and refunding mort- 
gage gold bonds of the Worcester Con- 
solidated Street Railway, Worcester, 
Mass., referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of Feb. 14, 
is being offered by Harris, Forbes & 
Company, Inc., Blodget & Company, 
Paine, Webber & Company and the 
Old Colony Trust Company of Boston. 
The bonds are selling at 97% and in- 
terest to yield 7 per cent. The coupon 
rate is 6% per cent. The bonds are 
dated Aug. 1, 1910, and are due Aug. 1, 
1930. The proceeds will be used to 
refund $1,771,000 of debt and to pro- 
vide additional working capital. 


Equipment Trust Plan Approved.— 
Authority has been granted the New 
York, New Haven & Hartford Railroad 
by the Interstate Commerce Commis- 
sion to assume liability for $3,645,999 
of equipment trust certificates to be 
issued by the First National Bank, 
Boston, covering the advance rental 
necessary to procure equipment, which 
will include: Thirteen electric motor 
cars, five alternating-current electric 
locomotives, two alternating-current 
electric switching locomotives, two 
direct-current electric switching loco- 
motives and one gasoline-electric plough. 


Stock Sale Sanctioned—Approval of 
the sale of 250,000 shares of no par 
value capital stock, at $10 per share, 
by the Public Service Transportation 
Company, the bus service affiliated with 
the Public Service Railway, has been 
granted by the New Jersey Board of 
Public Utility Commissioners. The 
company will use the proceeds for the 
purchase of new buses and repay ad- 
vances made to the corporation for 
purchases of buses. 


May Make Offer for Company in Re- 
ceivers’ Hands.—Samuel H. Barker, 
representing interests which have not 
been named, may make an offer of 
$250,000 for the Frankford, Tacony & 
Holmesburg Street Railway, Philadel- 
phia, Pa. The company was placed in 
the hands of receivers following such 
request in Common Pleas Court on 
Jan. 20 this year. At that time it was 
pointed out by petitioners for the re- 
ceiver that unless prompt action were 
taken operation would cease. The 
company operates 17.29 miles of track, 
1.11 miles of which are leased from the 
Philadelphia Rapid Transit Company. 
It owns 42 passenger cars. 


Receiver Named.—Judge Sanderson 
of the Massachusetts Supreme Court 
recently appointed Franklin T. Miller, 
president of the Boston & Worcester 
Street Railway, Framingham, Mass., as 
receiver for the company. Plans for 
the reorganization of the company are 
under way, as noted in recent issues of 
the ELECTRIC RAILWAY JOURNAL. 


One Mile Abandonment Allowed.— 
Approval of the Public Service Com- 
mission to the abandonment by the 
Westchester Electric Railroad of about 
1 mile of its route in the villages of 
Bronxville and Tuckahoe, N. Y., was 
granted on Feb. 18. The order re- 
quires the company to remove at its 
own expense its track and overhead 
structure and restore the streets to 
good condition. 


Interurban Operation Successful.— 
Profit from interurban operations offset 
a $24,500 loss for the Stark Electric 
Railroad, Alliance, Ohio, during 1924, 
During the year the city service showed 
a loss of $20,053 while the freight serv- 
ice showed a loss of $3,494. Receipts 
from interurban fares more than offset 
these deficits and placed a small fund 
in the treasury at the close of the year. 
During the 12 months 976,329 city pas- 
sengers were carried and 2,076,812 
interurban. Passenger cars covered 
933,616 miles and freight cars 39,038. 
The Stark Electric Railroad operates 
from Salem to Canton, Ohio, a distance 
of 82 miles with city car service in 
Alliance only. 
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Messrs. Thornton, Blair and 
Lindsay Advanced at Montreal 


Kenneth B. Thornton has been ap- 
pointed assistant general manager of 
the Montreal Tramways, Montreal, Que. 
This is a new office in the company, 
rendered necessary by increased pres- 
sure of work. Mr. Thornton will act as 
assistant to Lieut.-Col. J. E. Hutcheson, 
vice-president and general manager of 
the company. Mr. Thornton was for- 
merly general manager of the Canadian 
Light & Power Company and the Que- 
bec & New England Hydro-Electric 
Corporation and consulting engineer 
for the Montreal Tramways. 

D. E. Blair, formerly superintendent 
of rolling stock, has been appointed 
general superintendent of the tramway. 

A. M. Lindsay, formerly connected 
with the rolling stock department of 
the tramway, will replace Mr. Blair as 
superintendent of rolling stock. 

Mr. Blair has been with the tram- 
ways for the past 21 years. He is now 
president of the Canadian Electric Rail- 
way Association. He has worked his 
way up with the company from a com- 
paratively minor position. He started 
his career with the Quebee Street Rail- 
way. A portrait and a biography of Mr. 
Blair were published in the ELECTRIC 
RAILWAY JOURNAL for June 21, 1924. 


No Successor Selected 
to Mr. Kurtz 


No successor has been chosen to 
Charles L. Kurtz, who refused to let 
his name go on the nomination list for 
president of the Columbus Railway, 
Power & Light Company, Columbus, 
Ohio, at the directors’ meeting on Jan. 
27. Clarence C. Slater was named vice- 
president and general manager and has 
been acting in official capacity since the 
meeting. 

Frank T. Hulswit, president of the 
United Light & Railways Company, 
which through the United Light & 
Power Company secured control last 
August of the Continental Gas & Elec- 
tric Corporation, which in turn has 
come into control of the Columbus Rail- 
way, Power & Light Company, declared 
on Feb. 10 that no one was being con- 
sidered at the present for the presi- 
dency, although he said some one would 
be considered in the near future for 
this office. 

Norman McD. Crawford, who re- 
signed as vice-president of the company 
before the directors’ meeting, effective 
on March 1, will stay until March 15. 


A. L. C. Fell, until recently general 
manager of the London County Council 
Tramways, London, England, has ac- 
cepted an invitation from the council 
of the Tramways and Light Railways 
Association to become a vice-president 
of that body. The invitation was ex- 
tended to Mr. Fell as “a mark of sin- 
cere appreciation of his valuable serv- 
ices so long and so wholeheartedly 
placed at the disposal of the associa- 


Personal Items 


tion.” It will be recalled that Mr. Fell 
a few months ago retired from the 
managership of the London tramways 
on account of ill health. No permanent 
successor to him has yet been ap- 
pointed, but the County Council re- 
cently constituted a sub-committee to 
consider the subject. Meantime J. K. 
Bruce continues as acting manager. 


George William Allan 
New President at Winnipeg 


George William Allan was recently 
elected president of the Winnipeg 
Electric Company, Winnipeg, Man. 
He is the senior partner in the law 
firm of Munson, Allan, Laird, Davis, 
Haffner & Hobkirk, Winnipeg. The 
firm of Munson & Allan was formed 


G. W. Allan 


in 1882, and Mr. Allan has been an ac- 
tive member since that time. His firm 
was formerly general solicitor for the 
Winnipeg Electric Company. 

Mr. Allan, who succeeds as president 
Sir Augustus Nanton, was educated 
at Upper Canada College, Galt Colle- 
giate Institute, Trinity College School, 
and Trinity College University, and is 
a graduate of the latter. He was a 
member of the House of Commons for 
South Winnipeg from 1917 to 1921. 
For some years he has been actively 
associated with a number of companies 
doing business in western Canada, and 
he occupies the following among other 
positions: Director Canadian Bank of 
Commerce; member Canadian Commit- 
tee of the Hudson’s Bay Company; 
director Canada Permanent Mortgage 
Corporation; National Trust Company, 
Ltd.; Great West Life Assurance Com- 
pany; the Northern Trust Company; 
the Northern Mortgage Company of 
Canada; the Canada Cement Company, 
Ltd.; Manitoba Bridge & Iron Works, 
Ltd.; Beaver Lumber Company; Home 
Investment & Savings Association; 
Guarantee Company of North America, 
and Beaver Fire Insurance Company. 
Mr. Allan was born at Moss Park, 
Toronto. He is a son of the late 
Senator G. W. Allan, P. C. 


George W. Wells has been appointed 
vice-president and general manager of 
the Interstate Consolidated Street 
Railway and the Attleboro Branch 
Railroad, Attleboro, Mass., which have 
been taken over by Hemphill & Wells, 
New York City. Mr. Wells has long 
been connected with the street rail- 
way industry. For a number of 
years he was manager for one of the 
properties of Stone & Webster and 
before that was connected with the 
General Electric Company. He is a 
brother of Gardner F. Wells, one of the 
members of the firm that has taken 
over the roads. 

P. C. Rideout has succeeded George 
M. Todd as superintendent of trans- 
portation of the Cumberland County 
Power & Light Company, Portland, Me. 

H. B. McCune of Cleveland has suc- 
ceeded Winchell G. Yates as super- 
intendent of track and railway of the 
Wheeling Traction Company, Wheeling, 
W. Va. He was connected with Charles 
Clark, railway superintendent, previous 
to going to Wheeling. 

F. H. Patterson has succeeded C. C. 
Bullock as superintendent of trans- 
portation of the Shreveport Railways, 
Shreveport, La. 

F. S. Hunnewell, who has been super- 
intendent of both the Interstate Con- 
solidated Street Railway and the Attle- 
boro Branch Railroad, Attleboro, 
Mass., has returned to the employ of 
the New England Investment & 
Security Company, Springfield, Mass., 
officers of which were also officers of 
the Attleboro properties. The two 
roads first mentioned were recently 
taken over by Hemphill & Wells, Néw 
York City. 

C. F. Crockett has replaced V. M. 
Ake as secretary-treasurer of the Mu- 
nicipal Street Railway, Alexandria, La. 

R. L. Clifford, formerly with the 
Toronto & York District, Ontario Hydro- 
Electric Railways, engineering depart- 
ment, has been appointed superinten- 
dent of the Peterborough Radial Rail- 
way, at Peterborough, Ont., which is 
operated as the Peterborough District, 
Ontario Hydro-Electric Railways, at 
Peterborough. He reports to W. R. 
Robertson, general superintendent of 
the Hydro-Electric Power Commission 
of Ontario’s railways department, To- 
ronto. 

W. E. Bainhart has been appointed 

secretary of the Kansas City, Kaw 
Valley & Western Railway, Bonner 
Springs, Kan. O. S. Lamb is superin- 
tendent in charge of operation. 
. J. L. Puckett has replaced R. O. 
Bethea as electrical engineer and engi- 
neer of overhead construction of the 
Hattiesburg Traction Company, Hat- 
tiesburg, * Miss. 

J. W. Corbett has succeeded L. Va 
Voie as purchasing agent of the Can- 
adian National Railways with offices at 
Toronto, Canada. 

George R. Lunn, Schenectady, N. Y.,. 
former Lieutenant-Governor, has been 
nominated a member of the New York 
State Public Service Commission to suc- 
ceed Oliver C. Semple, New York, 
whose term of office expired Feb. 1. 
The appointment is for a term of 10 
years at a salary of $15,000 a year. 
Governor Smith has transmitted the 
nomination to the Senate for approval. 
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$700,000 for Interurban 
Extension 


The New York, Westchester & Boston 
Railway, New York City, plans imme- 
diate construction of a line to Larch- 
mont Gardens and Mamaroneck at a 
cost of $700,000. ; 

Contracts have been awarded to 
Dwight P. Robinson & Company for 
the construction and the two municipali- 
ties probably will be linked with the 
metro-urban early next fall. The New 
York, Westchester & Boston will finance 
the project without any assistance from 
the New York, New Haven & Hartford 
Railroad. 

Upon completion of the enterprise the 
company will have upward of 80 miles 
of track in operation between its 
metropolitan terminals and 25 suburban 
communities. The next step in the 
New York, Westchester & Boston ex- 
pansion program will be an extension 
to Harrison, Rye and Portchester. 

The new construction will be double 
track, with freight and terminal sid- 
ings, steel and concrete construction 
and overhead grade crossings. 

When the road ran its first trains the 
aggregate population of the seven 
largest municipalities it tapped was 
137,000. Today the population ap- 
proaches 230,000. The combined as- 
sessed valuations were $16,000,000. 
Today they are approximately $429,- 
030,000. In a statement which he made 
L. S. Miller, president of the railway, 
said: 

The purposes of the builders of this road 
are looming toward fulfillment. Month by 
month the territory we serve is becoming 
more prosperous and more productive of 
traffic revenue. 

In our first full year of operation we 


earried 2,874,000 passengers. Last year we 
earried 10,000,000. In our first year we 


operated under a deficit, before taxes, of 
$1,000,000. Our 1924 report will show that 
we operated upon a credit, before taxes, of 
more than $530,000. 

Our facilities for increased service with 
the addition of more rolling stock to the 
present equipment are immeasurable. We 
could transport 100,000,000 persons this 
year without difficulty. 

The metro-urban is fast reaching the 
point where it will cease to be a liability 
to the New Haven and will become an im- 
portant asset. 


Brill Profits Smaller 


For the year 1924 the combined out- 
put of the four plants of the J. G. Brill 
Company, Philadelphia, Pa., amounted 
in sales value to $8,721,726. The com- 
bined output for each of the past 7 
years was as follows: ¢ 


ROO WOAH 
mawwoeuonwou 
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After deducting from earnings all 
cost of operations, including mainte- 
nance and repairs for the year amount- 
ing to $410,658, and after setting aside 
out of earnings reserves for deprecia- 
tion of plant and equipment of $252,795 
and for Federal and State income taxes, 
not yet due, of $92,310, the result of the 
operation of all the plants shows a net 
profit for the year of $577,761. 

It is explained that development work 
undertaken in connection with gasoline- 
propelled cars for use on steam rail- 
roads progressed satisfactorily during 
the past year and that the manage- 
ment believes, from present indications, 
that this branch will show very satis- 
factory growth the present year. 


CONSOLIDATED PROFIT AND LOSS ACCOUNT OF THE J. G. BRILL COMPANY AND 
SUBSIDIARIES FOR THE YEAR 1923 AND 1924 


Total netpales billed Jo 20.).°.5.5 Seow aca Soar ates se 


Cost of sales, including operating, selling, administration and general 


expenses and depreciation for the year............. 


Miscellaneous income.................+-..-- 


Herat. Profitcae ky gan sess card Mee Ae Lame oe 


Less reserves: ; 
For federal and state income taxes...............- 


Marispevialideprecialion: contest wen ae tee ae 
For development of gasoline-propelled vehicles............ 


Net pront,to'surplus:. <.5:c2%:. sun slosh ie nina tte Ste everence 
HMarnedisurplusat, Deg: 315.1; %.- 2 costs «sa hes abepcie = see 


ess 


Add profit as Bove cated A actaye ies bas aes ei ate oay 


Less dividends paid: 
Preferred 


Earned surplus. at:Dec, 31...2.........02.5 200000 


‘Adjustments of patents and good will.............. 
Miscellaneous adjustments—credit................. 


1923 1924 
Sree ta mes $18,167,486 $8,721,726 
PPro Rechecha ctae.e 15,525,021 8,212,337 
$2,642,465 $509,389 
pe Bala Re 101,937 160,681 
FW ait oad $2,744,402 $670,071 
ane $347,896 $92,310 
vette 150,000 
100,000 
——- 597,896 92,310 
ends ence $2,146,506 $577,761 
Beet ln ch ayzck« $3,582,971 $4,985,196 
ones $199,670 
eaters 16,499 
183,171 *96,538 
$3,399,800 $4,888,657 
hots fete eter stahae 2,146,506 577,761 
$5,546,306 $5,466,418 
eae $320,600 320,600 
Cape a 2 a0, O00 240,510 
$561,110 561,110 
CRA Site woh ohare $4,985,196 $4,905,308 


*Debit. 


The amount of work on hand on 
Dec. 31, 1924, was approximately 
$4,250,000, compared with $3,500,000 on 
Dec. 31, 1923. 


$10,000,000 Shop Development 
for Brooklyn 


Plans for the construction of one of 
the most complete repair shops and 
yards ever devised for passenger train 
service have been completed by the 
Board of Transportation of New York 
City for the Brooklyn-Manhattan Sys- 
tem. In connection with this develop- 
ment bids have been invited and re- 
ceived for the construction of the 
foundation for the main repair shop 
and the inclosure of the electrical repair 
shop at Shell Road: and Avenue X, 
Coney Island. The several buildings 
when completed will embrace an area 
of 65 acres with floor space of 475,000 
sq.ft., affording storage capacity for 
1,000 cars and inspection pits for 64 
cars, as well as wharfage facilities on 
Coney Island Creek. ‘he plant when 
finished will cost approximately $10,- 
000,000. 

Seventeen contractors bid on the 
foundation work for the main repair 
shop and twelve contractors bid on the 
electrical repair shop inclosure. The 
total number of items in both jobs 
is 136. 

The main repair shop building will 
be sufficient in its capacity and equip- 
ment to maintain in service and in a 
state of repair 3,000 steel cars of the 
type now in use on the Brooklyn-Man- 
hattan Transit Corporation system. 
The main building of the proposed new 
group will contain machine shops, serv- 
ice shops, track assembly, motor and 
track shops, foundry and blacksmith 
shops, wheel and axle shops, carpenter 
shops, lumber storage, paint shops, cot- 
ton waste and oil storage and car wash- 
ing stands. 

The electrical repair shop soon to be 
inclosed will be for all motors and 
motor parts and for every electrical 
phase of motor and trail car used in 
rapid transit service. 

The proposed improvement of the 
bulkhead and wharfage facilities on the 
shore of Coney Island Creek will pro- 
vide for docking of scows, floats and 
barges from which to unload coal, rails, 
ties, timber and general freight for the 
maintenance and supply of the entire 
plant. © 


Mack’s Bus Business Expanding 


The Mack management is said to be 
devoting its entire energies and finan- 
cial resources to the further expansion 
and development of its business, par- 
ticularly in the bus division. Whereas 
in 1923 Mack was almost entirely a 
manufacturer of commercial trucks, its 
volume of bus business last year ap- 
proached 20 per cent of the total, and 
at the rate of current expansion it is 
not unlikely that by the end of this year 
Mack’s bus production will be close to 
the level of its truck operations. 

Shipments of all classes of prod- 
ucts for 1924 exceeded any previous 
years, and orders for December and 
January were in excess of any previous 
December and January in the com- 
pany’s history. 
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Metal, Coal and Material Prices 


Metals—New York Feb. 17, 1925 
Copper, electrolytic, cents perlb......... 
Copper wire base, cents per lb 
Lead, cents’per lb 
Zinc, ‘cents per lb 
Tin, Straits, cents perlb...............- 
Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 
Roads, gross tons.......2+-+-2+-++0++ 


Somerset mine run, Boston, net tons...... 2.125 
Pittsburgh mine run, Pittsburgh, net tons 1.95 
Franklin, Ill., screenings, Chicago, nettons 1.875 
Central, Ill., screenings, Chicago, nettons 1.75 
Kansas screenings, Kansas City, net tons 2.50 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

LO00 ft oscar ett eae cee $7 25 
Weatherproof wire base,N.Y.,cents perlb. 20.00 
Cement, Chicago net prices, Snes bags 2.20 
Linseed oil (5-Ib. lots), N. Y., = rast $1.15 
White lead in oil (1O0-1b. Posies: ce Ge 

cents perlb., carloadlots.. ... 2 0.1297 
Turpentine (bbl. lots),N. ve , per gal. Cchtete 0.935 

Rolling Stock 
Coral Gables Utilities Company, 


Miami, Fla., has received three of the 
new cars to be operated between Miami 
and Coral Gables. The cars were built 
by the J. G. Brill Company and are of 
the same type as those used on the 
Miami municipal lines, but of slightly 
larger model. 


Wisconsin Power & Light Company, 
Fond du Lac, Wis., has purchased four 
new buses of the parlor car type for 
use in Fond du Lac, Oshkosh, Waupun, 
Beaver Dam, Columbus and Madison. 


Cleveland Railway, Cleveland, Ohio, 
has announced specifications of the 100 
cars ordered last October. The plans 
for these cars were only recently ap- 
proved by the City Council. The details 
of the cars follow: 

Builder of car body....Cleveland Railway 


Ey PELOl CAN. ssieie seve Front entrance, center 
exit, spore 


Seating capacity 


Total weiene 2s. ce occcec wr sie pre seers 41,140 Ib 
Bolster centers, length ...... 25.fG 4 yin. 
ieeneth Over Call is ore sesstisncleesta EN a es 
Truck wheelbase ...........- GB Of an 
SVRIGCH OVER sat fon co eeicletciomne 8 ft. 4% in. 
Height, rail to trolley base...11 ft. 04 in. 
isto Ne Sinatis on eralor Oca es SoGo Seo Semi-steel 
PNUCTION s CPi erat sieecere lane oke erele-alare eke Cherry 
Headlining ..... ..z-in. Agasote 
A8YC6) SRR NY oO Ie No BO OO me Plain arch 
PAT sDEAR CS te atslece stents Westinghouse DH-20 
Armature (b6arimgs Ure escc selects sie Babbitt 
LS ACT Prado aagerao rene 4%-in. carbon steel 
IBUMDETS acer eee 10-in. formed channel 


front, 6-in. rear 

Car signal system: caches N-L indicating 
Gare AriM MIN SS Meteors cs ehele ial ohalers say eintore ca Brass 
Center and side bearings....... Cleveland 
Railway standard 

Conduits and junction boxes....Cleveland 
Railway asbestos-lined sheet steel 


COnITO] patentee ee Westinghouse K35-G 
Couplers....... Tomlinson Form 8, Type A 
Destination signs....Hunter front and side 
Door operating mechanism...... Cleveland 
Railway manual control 

NATET POKES ihc atc, sia0s sicteralh pat Phe oe oF Cleveland 
Wenders) oo. ves eee len ete Eclipse Type C 
Gears and pinions........ Tool Steel, spur 
Hand brakes....... Independent equalizing 
Heater equipment ........... Peter Smith 
Headhehts acess «sen Dayton pressed steel 
No. 1583-A 

JouEnial bearings, i). /s.sler eure Slee Babbitt 
Journal! (OXeST 6s acs eters Symington, 1-F-9 
Lightning arresters ....Westinghouse MP. 
Motors) <5 ace Four Westinghouse 340, 


inside and outside hung 


Pain’ stances Cleveland Railway standard 
Sanders) eniceenrse 2 N-L No. 4 vacuum trap 
Sash fixtures. .Cleveland Railway new type 
Seats..... Longitudinal front, Brill & H-K 

rear 
Seating=maiterial co. rs ascos ened oscraunn e's Rattan 
Slackevadjuster: cy. sraccm ort eas eee Anderson 
Step elreads- raw. oc cneusinen < ciete teas eee rerer eae Kass 


Trolley catchers... 
Trolley PASC’ lon. caw owe Nuttall No. 15 


-Eclipse Railway Supply 


Trolley wheels:........ Cleveland Railway 

standard 
TEUVICIR . utain evapel-«) «ina Brill 51-E-1 and 68-E-1 
Wentilatoray «2 lone aie elas teen N-L type 
Wheels Woo iv sieiesniecs sw ainsc erste te creo O- LO BLOBE 


Springfield Street Railway, Spring- 
field, Mass., has ordered three Garford 
buses, each seating 21 passengers, for 
use on Union Street. 


Georgia Railway & Power Company, 
Atlanta, Ga., has placed orders for the 
immediate delivery of 20 new, large 
and modern cars. These will be put 
into operation as the jitneys cease to 
run. It is also reported that the com- 
pany will order 15 20-passenger buses. 


Missouri & Kansas Railway, Kansas 
City, Mo., suffered the loss by fire re- 
cently of four motor cars and three 
trailers at the Strang line carhouse in 
Overland Park. The damage was esti- 
mated at $100,000. It is said that ar- 
rangements are being made to rent 
additional cars. 


Citizens’ Traction Company, Oil City, 
Pa., ordered during January from the 
Fageol Motors Company, Oakland, Cal., 
two six-cylinder buses of street-car 


type. 


Track and Line 


Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis., plans to 
double-track its 35th Street line from 
Clybourn Street to Wells Street, now 
a single-track line. As soon as this 
work is completed the 35th street line 
will be double-tracked along its entire 
length. 


Worcester Consolidated Street Rail- 
way, Worcester, Mass., is considering 
the feasibility of including in its 1925 
budget of expenses an appropriation 
for re-laying the car tracks on Park 
Avenue, Worcester. The cost will be 
about $100,000. 


Lehigh Valley Transit Company, Al- 
lentown, Pa., plans to relocate its 
roadbed through Center Valley and 
Coopersburg, Lehigh County, and to 
Zion Hill in Springfield Township. The 
idea of the relocation was broached by 
the State Highway Department’ last 
summer when the latter made an- 
nouncement of the building this year of 
a concrete highway from Allentown by 
way of Quakertown to Spring House. 
If the company had remained on the 
highway it would have been com- 
pelled to rebuild its lines and place 
them in the center of the road. By the 
tire the new private right-of-way is 
built it will mean an outlay of nearly 
$500,000. The line will be a little more 
than 5 miles long, running from 300 to 
1,500 ft. west of the present line. 
There will be ten crossings, eight at 
grade over lanes and two will be over- 
head. 


Shops and Buildings 


Puget Sound Power & Light Com- 
pany, Seattle, Wash., has announced 
plans for a modern interurban train 
and bus station, to be located on 
Seventh Avenue and Olive Street to 
cost several hundred thousand dollars. 
The new terminal will be constructed 
around the west and south sides of the 
company’s electric building. It will 
take the place of the present Everett 
interurban terminal on Sixth Avenue 
and Olive Street. The garage, storage 
yards and shops now occupying that 


portion of the Olive Street property be- 
tween the electric building and the 
Everett station will be moved to a 
modern building to be erected on a site 
owned by the company on Lake Union. 


Trade Notes 


Pure Carbon Company, Wellsville, 
N. Y., has appointed the Simpson 
Power Equipment Company as _ its 
Cleveland representative with offices at 
7016 Euclid Avenue. The Pure Carbon 
Company has also announced the open- 
ing of a Detroit office in the General 
Motors Building. 


Key System Transit Company has 
ordered full automatic Tomlinson 
couplers for 130 cars. These will be 
used to equip 12 new ears and to re- 
place the present couplers on 118 old 
cars. 


Hale-Kilburn Conneny Philadelphia, 
Pa., has recently appointed H. Barney 
Gengenbach, with the title of Western 
sales manager, to its office in Chicago. 
Mr. Gengenbach has been acting West- 
ern sales manager for a year or more, 
since the death of Harry R. Rochester. 


Hyatt Roller Bearing Company, Har- 
rison, N. J., announces that H. A. 
Brown, Jr., general manager of sales, 
has appointed P. C. Gunion, for 6 years 
advertising manager of the Hyatt com- 
pany, to a place on the sales board. 
Mr. Gunion will also head up the mar- 
ket research activities in addition to 
his advertising work. The Hyatt sales 
board is composed of the general man- 
ager of sales and his assistant, the ad- 
vertising and research manager and the 
three sales managers in charge of the 
automotive, farm machinery and in- 
dustrial divisions. 


New Advertising Literature 


Ditzler Color Company, Detroit, 
Mich., has issued an attractively ar- 
ranged and cleverly prepared booklet 
entitled “Motor Bus and Taxi-Cab 
Colors.” The folder in its illustrations 
offers some new and distinctive color 
combinations particularly adapted to 
the bus field. In its reading matter 
it proves that color is a sales argument 
recognized in many lines of business. 


Uehling Instrument Company, Pater- 
son, N. J., has issued bulletin 118-A, 
describing the principle of operation of 
the Apex pneumatic CO. ° The indi- 
eator of this meter is actuated by 
changes in pneumatic pressure devel- 
oped by dry absorption of the CO:. 


Sawbrook Steel Castings Company, 
Lockland, Ohio, in an illustrated pam- 
phlet, has announced the full operation 
of its foundry in the production of 
“high grade electric steel castings.” 


General Electric Company, Schenec- 
tady, N. Y., has issued bulletin 44103.1, 
describing the 60-ton oil-electric loco- 
motive which it developed along with 
the American Locomotive and Inger- 
soll-Rand Companies. Illustrations 
showing the locomotive in service, 
views of the interior and tables of 
operating data and specifications, as 
well as a general description, are in- 
cluded in the booklet. 
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For Both 
Railway 


and 
Bus Service 


The reason why Brill Seats stand 
up so well in railway service is 
because they are put together 
right; the character of service is 
taken into consideration. 


‘That’s also the reason why 
Brill Bus Seats so satisfactorily 


strouls m™ 


“"“CUMFIT" BUS TYPE 


meet service conditions. The 


“Cumfit” Seat illustrated is but 


one of many types specially de- 
veloped for bus service; maxi- 
mum comfort and durability are 
among its important character- 
istics. | 


Information on all types of seats furnished upon request 


THE J. G. BRILL COMPANY 


PHILADELPHIA, PA. 


AMERICAN Car Co — G.C.KUHLMAN CaR Co. — WasoNn MAnNFc Co. 
u o. CLEVELAND. OHIO. SPRINGFIELO,MASS. 


: te THE L AR GEST ORDER . 


GREW STILL LARGER 


AILWAY men will recall that the 
GE-275 Motor was “chosen on merit — 
for Philadelphia’s record-breaking 

car order”’—in 1923. ; a | 
For 100 more new cars ordered recently, — 
the Philadelphia Rapid Transit Company 
specified the same Motor, with K-68 Control, - 
making the total number of GE-275 Motors — 
for that system now 1280. era ie Cae 


Such dependence placed in the GE-275 Motor 
implies confidence on the part of railway 
engineering authorities in its serviceability.  __ 


‘ov 


GENERALELECTRI( 


GENERAL ELECTRIC COMPANY, SCHENECTADY, NEW ¥Y¥ 


